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INTRODUCTION 
Two major of f icial investigations have been made 
which analyze the economic position of the Port of Boston, 
Massachusetts, u.s.A.*: one in 1922, the other in 1946. The 
1922 study differs from that of 1946 in so far as the 1946 re-
port lacks definite conclusions with judgments based on the 
findings of the investigations. The 1 22 report concludes 
that its investigation indicated that Boston was losi'ng busi-
ness to ports both north and south; and that unless rail or 
ship rates could be altered in Boston's favor, the Port of 
Boston would most likely continue to lose.** Here we have a 
problem with a suggested reason for the existence of such a 
problem. Do the findings of the 1946 Report and current in-
vestigations follow the recommendation made in 1922? Does 
the second half of this century hold a retrogression or ad-
vance as concerns the Port of Boston? This thesis will 
attempt to evaluate whatever efforts have been made to 1m-
prove the standing of the Po rt of Boston, and also to pro-
ject the future economic possibilities of the Port based on 
findings contained herein. 
The remainder of this introdu ction is based pri-
marily on the 1922 finding s, which serve as a wedge to the 
subject of the economic survey of the Port of Boston. 
Before establishing shipping agencies, the manu-
* 34 & 35 
** 34, p. viii 
facturer should of necessity consider every factor influencing 
prompt and economical movement of his products. It can be 
noted that traffic does not always follow the shortest route 
or that having the lowest line haul rate. There are sound 
reasons for this seeming disregard of economy. Very often 
the main reason can be found at the port through which the 
traffic must pass. To attract business a port must first pro-
vide the facilities essential for handling the particular com-
modities which it is likely to be offered -- this requires a 
detailed study of production and consumption within the terri-
tory naturally tributary to the port plus the provision of 
equipment especially designed to meet the several require-
ments of this traffic. The ships calling, or likely to call, 
at the port must be studied in the attempt to provide the 
facilities, and render the services which will permit their 
most rapid turnaround. The railroad situation is often a con-
trolling element in port success. There should be provision 
for ample trackage serving the terminal(s), with the moat 
economical interchange between the several railroads entering 
the port and between these railroads and the ship. In addi-
tion to examining the physical characteristics of the terminal 
with regard to the coordination between railroad and ship, the 
railroad rates should be scrutinized because in various in-
stances a commensurate utilization of a port has been rendered 
impracticable by unfavorable rate conditions. The development 
of traffic, therefore, should be regarded as one of the perma-
nent functions of t he port itself. 
ii 
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The absence of any one essential can prevent what 
could be an economical route or port from securing its tri-
butary business. The trouble may be in any of the follow-
ing: lack of adequate terminals, the absence or inaccessi-
bility of storage facilities, the imposition of excessive 
switching or wharfage charges, the absence of repair or dock-
ing facilities, the lack of well-balanced cargoes and fre-
quent sailings, or other conditions affecting movements of 
goods through the port and the ability of vessels to earn a 
fair revenue. Port coordination and management are likely to 
play a major part in the success or failure of the port 
community to attract and hold business. Where possible, the 
control of all deep water frontage by the public, as repre-
sented by the State or municipality, including ownership and 
operation of a belt line railroad connecting all rail lines 
and all terminals is a practical solution of the coordination 
problem.* 
Boston's exports are not enough to attract any con-
siderable number of regular lines to the port. It is a port 
of call for much of its forei gn freight. Many of the vessels 
engaged in forei gn trade at Boston unload partial cargoes, and 
proceed to New York or southern ports with t he remainder, or 
vice versa. Vessels naturally prefer to avoid such. moveme nts; 
and if there is a. continuance of the inability of a po rt t o 
provide full cargoes in at least one dire ction, then there 
* 34, p. vii - viii 
usually results an abandonment of this port in favor of ports 
which can furnish more attractive cargo. 
The first part of this century witnessed a marked 
diversion of grain shipments from Boston and · New York to 
Montreal, Baltimore and Gulf ports. The prime reason for this 
iv 
is the rates. Boston and New York did not have the advantage 
over Montreal on any grain from points north of Cairo, Illinois. 
There does not seem to be a realization of the effect of the 
downward trend in the grain trade of Boston which affected 
• the business of the port as a whole and the servicing of New 
England. 
The New England States are primarily a manufacturing 
district. In connection with the industries of New England 
she imports raw materials, such as wool, cotton, rubber, hides, 
fibers, etc., but produces no commodities of heavy tonnage to 
ship out. Exports which originate in New England are confined 
chiefly to high class measurement goods. Such goods have a 
wide distribution in forei gn trade, and they must seek a 
port having a multitude of shipping services. On the oth er 
hand, these shipping services must in general seek a port that 
furnishes well-balanced cargoes, particularly heavy cargo in 
abundance for dead wei ght and for making up full loads. Al-
though a vessel operating between Boston and the United Kingdom 
regularly could obtain some manufactured goods on the outbound 
trip, these goods would generally fall far short of providing 
a full load. But, if Boston were able at all times to make up 
the deficiency by loading some heavy bulk commodities, the 
conditions would be sufficiently attractive to justify regu-
lar and continuous operation with the certainty that a larger 
proportion of high class freight would eventually offer. 
Investigation has shown that because of the lack of 
shipping services at Boston (up to 1922), the manufacturers 
of New England have been obliged to ship through other ports, 
notwithstanding the hi gher freight rates to these ports. The 
continuance of this practice would prove injurious to Bosta 
commerce since it involves extra cost to the shipper, and 
serves to increase congestion . . The shipper must send his 
goods to a port where they can find a ship to destination. 
v 
The solution lies in a better distribution of through traffic. 
Notwithstanding the increase in the value of Boston's commerce, 
a decline has resulted in the volume of through traffic to and 
from the west. The value of the traffic furnishes no guide 
as to the opportunities for successful operation of ships. 
Given that two ports have foreign business of equal value, 
it may be found that one has bulk and package cargo in proper-
ly related proportions, while the other may be entirely lack-
ing in bulk or dead-weight cargo sufficient for making up 
full loads. One may have a well-balanced load factor as re-
lated to the~ ~orts reached in foreign trade; the other may 
have a preponderance of one-way traffic, or it may have 
equal imports and exports as a whole, but an unequal division 
as to the individual ports or continents. The principal export 
items at Boston, Philadelphia and Baltimore show the cargo 
deficiencies of Boston. The only commodities of which the 
Port of Boston exported more than 25,000 tons in 1920 were 
wheat, bacon and lard. 
The restoration of the through export traffic can 
attract more vessels to Boston; and help the grain trade. 
vi 
The reason that grain and flour are important to Boston's 
success as a port is that they are the only heavy commodities 
normally available for shipment in large quantities to the 
European countries from which Boston's imports are largely 
received. To restore the grain t .rade a change in the rate 
situation must put Boston upon a more favorable basis. Then 
the construction of grain elevators at South Boston, serving 
Co mm onwealth Pier No. 5 and the Army base, would aid materially 
in attracting vessels to these terminals. 
A more extensive use of coastwise lines would help 
to alleviate the disadvantage of the rail rates and g eo graphi-
cal position of Boston's trade with the important producing 
and consuming districts of the interior. The terminal facili-
ties at Boston can accomodate a volume that has not yet regu-
larly been nearly approached. The adjustment of the rate 
situation so as to attract and induce shippers to use the port 
is necessary before the full utilization of the splendid sto r a ge 
facilities and navi gation facilities provided by the United 
States and the Commonwealth of Massachusetts will be affected. 
The establishment of a joint or unified lighterage and 
floatage system, plus the ultimate application of flat rates 
to and from all water terminals of the port devoted to public 
transportation or storage, should improve the conditions 
affecting the movement of traffic within the Port of Boston. 
However, the separation of railroad terminal charges from 
line-haul rates at our ports is a possible remedy for some of 
vii 
the undesirable conditions resulting from railroad competition 
in terminal business - such action uniformly applied would 
render flat rates at Boston unnecessary. Otherwise, without 
a remedy for the ills resulting from railroad monopoly of 
terminal business; the establishment offlat rates to and 
from all water terminals open to the public, thus eliminating 
extra transfer charges, would materially help Boston in meet-
ing the competition of other porta.* 
In conclusion, it should be remembered that a port 
is not the origin or destination of the bulk of traffic 
carried by its water lines; but a concentration point or gate-
way in severe competition with other gateways for the business 
of a common hinterland.** 
* 34, p. 154 - 156 
** 2, p. 4 
I. HISTORY OF BOSTON HARBOR 
a. Geographical Location 
In the lap of Massachusetts Bay, sprawls Boston 
with its many miles of piers. It is situated on the eastern 
coast of the Commonwealth of Massachuset t s. The harbor in-
cludes all the tidewater lying within a line from Point 
Allerton to Point Shirley, comprising an area of about 47 
square miles, exclusive of the islands. The port has a 
water frontage of over 140 miles, of which about 7 miles has 
a depth of 35 feet or more. Boston has the singular position 
of being the nearest to Europe of all the Atlantic ports of 
the United States. This fact of geographical location has 
played no small part in the importance of the development of 
the harbor of Boston. The strategic position of Boston is 
necessarily a prime economic factor. The Port of Boston, 
located within a natural land-locked harbor close to the sea, 
offers to exporters, importers, ship operators and all those 
engaged in foreign and domestic commerce facilities and ser-
vices of economic value. 
In order to obtain a comprehensive picture of the 
Port of Boston, U.S.A.; it is essential to at least paragraph 
the important element of the CHANNELS : - There are three main 
channels of entrance from the sea to President Roads, a deep-
water anchorage. Broad Sound North Channel leads from Broad 
Sound to President Roads from northeastward. It has been 
dredged 35 feet deep and 1,000 feet wide; and is now deepened 
to 40 feet in a width of 900 to 1,100 fe et. This channel is 
well marked by lighted buoys. Broad Sound South Channel 
2 
leads from Broad Sound in a southwesterly and westerly direction 
to President Roads. It has been dredged 30 feet deep and 
1,200 feet wide. This channel is also well marked by buoys 
plus ranges, but moat of the aids to navigation for this 
channel are not lighted. The Narrows is the channel leading 
into Boston Harbor from southeastward between Boston Light-
house and Lovells Island on the northeast; and Point Allerton, 
Georges Island, and Gallups Island on the southwest. It has 
been dredged to a depth of 27 feet and width of 1,000 feet, 
and is well marked. In addition to these main channels there 
are several minor channels - (1) Hypocrite Channel is a 
natural channel leading between Green Island on the north and 
Little Calf Island on the south. The greatest draft that 
can be carried through it to Broad Sound South Channel is 
about 18 feet. (2) Black Rock Channel leads into the Narrows 
from the eastward. There is an unmarked ledge in this channel 
with at least a depth of 8 feet. (3) Another channel leads 
into the Narrows from the westward between Georges Island and 
Gallups Island. (4) The Nubble Channel, leading from Nantasket 
Roads to President Roads between Nixes Mate and Long Island 
and Spectacle Island, has been dredged 15 feet deep and for a 
width of 300 feet; it is well marked by buoys. (5) Sculpin 
Ledge Channel passes between Long Island and Spectacle Island, 
and will accommodate vessels of about 8 feet draft. The 
channel leading from Nantasket Roads to Boston, southward 
of Long Island and Spectacle Island , is partially buoyed and 
can be used by boats of 8 fe e t draft. (6) The Main Ship 
Channel of Boston Harbor extends from President Roads to 
the Navy Yard at Charlestown and to the Chelsea North,* 
Meridian Street,** and Charles River Bridges. This cnannel 
has been dredged 35 feet deep and 1200 feet wide to the 
bridges. It has been deepened from President Roads to 
Commonwealth Pier No. l, East Boston to 40 feet for a width 
of 600 with widening to 1200 feet at the bend in the channel 
just northerly of Commonwealth Pier No. 5, South Boston. 
The control l ing depth in the 40 foot channel is 36.5 feet. 
(7) Charles River is the approach by water to Cambridge and 
Watertown. About one-half mile above th.e lower bridge there 
is a dam with a lock 45 by 350 feet with a depth of 17 feet 
over the lower sill. The depths a bove the dam decrease 
gradually to 9 feet, basin level, at the head of navi gation. 
(8) Mystic River is the approach by water to Everett, Malden 
and Medford. The controlling depths are 25 feet from the 
Chelsea (North) Bridge to a bout one mile above, thence 20 
* Replaced by high Mystic River Bridge 
** Now under a major replacement project because of the 
hazardous condition of this old dilapidated wooden-planked 
bridge which did not meet the stipulations required. 
3 
feet to a point abreast of the Monsanto Chemical Company, 
Merrimac Division; 6 f eet from the Boston and Maine . R. R. 
Bridge to the first turn above Dennings Wharf, thence 4 feet 
to the Craddock Bridge at Medford (1946). (9) Chelsea 
River is the approach to the city of Revere. The channel 
from the entrance to a point opposite t he Hartol Oil Co. 
terminal has a controlling depth of 30 feet. (10) Island 
End River is a tributary of the Mystic River. The depths 
run from 26 feet at the entrance to l t feet at the head of 
navi gation. (11) Malden River is a tributary of Mystic 
River, and is the approach to Malden. The controlling depth 
from the entrance up to Medford Street Bridge in 1938 was 
4.5 feet. (12) Fort Point Channel extends s outhward from 
the Main Ship Channel. It separates Boston from South Boston. 
The ,depths are 19 fe et to Dorchester Avenue Bridge and 12 
feet in South Bay, above the bridge. (13) Dorchester~ 
is t h e approach to Neponset River. The ch annel has a con-
trolling de pth of 15· feet to Commercial Point. Thence, t he 
controlling depth is 11 feet to the Neponset Avenue Hi ghway 
Bridge across the Neponset River, t hence 6 feet to Milton 
Mills, the head of navi gation. (14) Weymouth Fore River is 
the approach by water to Quincy and Weymouth. 
depth is 25.6 feet to the Fore River Bridge. 
The c ontrolling 
The c ontrolling 
depth for a distance of 2800 feet a bove the Fo r e River Bridge 
was 21.5 feet in 1948 . (15) Town River extends northwestward 
from Weymouth Fore River at Quincy Point. This river has a 
controlling depth of 22 feet from deep water in Weymouth Fore 
4 
River to a point opposite the Quincy Oil Co. terminal. 
Opposite the Quincy Oil Co. terminal there is a turning 
basin 18 feet deep, 400 feet wide and 1000 feet long; thence 
for a distance of 1370 feet the river channel has a controlling 
depth of 15 feet deep. Weymouth Back River extends south-
ward from Hingham Bay. In 1943 the channel was dredged 15 
feet deep and 250 feet thru the bar at the mouth of the 
river, thence generally 200 feet wide to the Lincoln Street 
Bridge. Depths given above refer to mean low water.* 
Although most of the islands of Boston Harbor do 
not come under the jurisdiction of the Port of Boston 
Authority, a brief listing will follow in order to get a 
comprehensive picture of Boston Harbor. The most important 
difference in the make-up of these islands is the trans-
formation of Governor's Island into an extension of the 
Logan International Airport of East Boston:** 
Bird Island . Shoal, Castle Island, Apple Island, 
Thompson's Island, Spectacle Island, Long Island, Deer 
Island, Gallop's Island, Lovell's Island, George's Island, 
Rainsford Island, Pettick's Island, Sheep Island, Pumpkin's 
Island, The Brewsters. 
b.Early Settlement and Growth 
The beginnings of the Port of Boston are shrouded 
in the mists of the early 17th century. The first decade 
* 19 
** 5, 6, 7, 8, 9, 10, 11, 12, 13, 15 
5 
of that era saw Captain John Smith explore the natural bay, 
and name it the Charles River. Soon after Smith, came 
Standish, Weston et al. However, these shadowy events and 
figures had little significance until a late summer day in 
1630 when Governor Winthrop's flotilla of sailing ships, 
led by the flagship Arbella, arrived from Salem, and lay 
in the roads • 
Shipbuilding, that ever-present adjunct of early 
colonial ports, began soon thereafter with Governor Winthrop's 
launching of the barque, Blessing . of the Bay. This humble 
start presaged the day when the magnificent clipper ships 
built by Donald McKay would slide down the ways and, putting 
out from Boston, sweep the Seven Seas. 
But these embryonic stages in the development of 
a waterborne commerce were marked by difficulties, and be-
set by hardships. Anent this period, King's "Handbook of 
Boston Harbor" relates: 
nFor upwards of a century, Massachusetts 
Bay was infested with free-booters, who plundered 
passing vessels at will, and were sure of a short 
shrift and stern retribution when caught." 
Nevertheless, these difficulties were overcome, 
and there developed at Boston a profitable commerce with 
the sister-colonies in America. During the fi r st ten years 
after the founding of the colony at Boston by Governor 
Winthrop, there arrived 298 ships carrying 21,000 passengers 
6 
and much valuable cargo. This rapid commercial growt h 
continued. Through successive decades Boston grew in econo-
mi ca l i mportance: In 1698 the Port became the home port of 
194 sailing vessels; in the 1700's t his number reached 500, 
excluding vessels engaged in coastal trade and fishing . In 
1720 the Royal Customs officers reported that Boston cleared 
24,000 tons of shipping annually. Although the Revolutionary 
War was a time of a temporary setback to commercial activity, 
there resulted a considerable post-war expansion; and a rela-
tively large and lucrative trade was developed with France, 
India and China. However, the Embargo and Non-Intercourse 
Acts of the 1800's left Boston vessels rotting at their piers 
and anchorages. Before the passage of these Acts, in 1807, 
the vessel tonnage of the United States was about 850,000; 
and of this whole, 310,000 belonged to Massachusetts. These 
Acts were repealed to the benefit of the Boston mercantile 
interests; and a substantial resumption of shipping after 
the war with England in 1812-1815 occurred. The advant of 
the steam vessels and aid of the railroads built in 1825 
helped the commercial growth of Boston. In 1840 the 
Cunard Line service was established - Boston being its 
only American Port for nearly ten years. The clipper ship 
era, the discovery of gold in California, and the repeal 
of the British Navi gation Acts were thre·e events that 
climaxed these forward strides in Boston's maritime growth. 
7 
From early colonial days up to about 1850, 
Boston Harbor was able to meet all the requirements of a 
safe and adequate port resulting in very little change in 
its physical condition. But, the appearance of the clipper 
ships of Donald McKay, and the increased utilization of 
larger steam vessels made it apparent that a harbor free 
from navigational hazards was necessary for these large 
and costly craft. Accordingly, in 1867 Congress adopted 
the first project for channel improvements in Boston 
Harbor, providing for a channel 23 feet deep at mean low 
water. In 1892 a project provided for the deepening of 
the channel to 27 feet at mean low water with a width of 
1,000 feet. The project of 1902 made provision for a 
channel 35 feet deep at mean low water, and 1,200 feet 
wide from the Navy Yard at ~harlestown, Chelsea North, 
Meridian Street and Charles River Bridges to President 
Roads; and thence 1,500 feet wide through Broad Sound to 
the sea. A 40-foot channel from the sea to President 
Roads was the project provided for in the year of 1917. 
In 1935 there was a project for a 40-foot channel from 
President Roads to Commonwealth Pier No. 1, East Boston, 
with an anchorage area 40 feet deep, 2000 feet wide and 
5500 feet long, on the north side of President Roads. 
These successive changes were absolutely necessary because 
of the increased shipping, and the trend toward larger 
and more efficient vessels. Today, the Port of Boston 
8 
, 
has three main channels leading to it plus a network of 
secondary channels. 
Although the turn of the century saw the Port 
of Boston relinquish its fi r st position among the United 
States porte, its continuing vital effect on our national 
economy is nevertheless great.* 
cRole of Industry and Commercial ~2tivity 
From colonial days to the present, commerce has 
played a most important vital role in the economic life of 
New England. Since there were but few and relatively un-
important commodities available to offer in e xchange, the 
early settlers turned to the sea, and developed a triangular 
trade with the West Indies and Europe; this trade created 
the surplus used to build up the most intensified industrial 
center in the world. 
In Federalist days Boston comwrce increased tre-
mendo u sly while foreign trade slipped away from t he smal-ler 
seaports of Massachusetts, and riverside villages became 
manufacturing cities. Without anne xing any territory, 
Boston grew from forty-three thousand t o sixty-one thousand 
people between 1820 and 1830; then passed the hundred thous and 
mark about 1842, and increased over sixty percent in the 
fifteen prosperous years that followed. In shipping and 
commerce Boston managed to remain a good second to New York. 
Boston had become the financial center for New England manu-
* 25, p. 1 - 2 
9 
10 
facturing, with a banking system that withstood the panic 
of 1837; and itself a manufacturing city for Yankee notions.* 
Although much of the glamour and romance dis-
a ppeared with the passing of the clipper ships, the water 
highways still are an essential means of transportation to 
this region. For example, more than one third of the 
industrial workers in Massachusetts are employed in industries 
that are directly dependent upon economical water shipments. 
In the keenly competitive era we are now living in; with 
resultant narrow profits, transportation costs will be an 
important element in the prosperity of many lines of business.** 
An analysis of waterfront industries reveals that 
two major categories of industries that are particularly 
likely to benefit from location on the waterfront or reasonably 
adjacent to ocean shipping are those using large quantities 
of heavy, bulky raw materials most economically moved by 
water, and those particularly dependent upon foreign 
markets.*** 
* 4, p. 225 - 226. Chapter XV: "The Hub of the Universe, 
1830-1845 11 is a very good account of Boston as an economic 
entity. 
** 24, p. 3 
~~·~~* 24, p. 5 
II. TERMINAL FACILITI ES* 
a. Terminals 
There are 226 piers, wharves a nd docks at the 
Port of Boston, most of which are located on the main ship 
channel at East Boston, Boston proper, Charlestown, and 
South Boston and on the Chelsea River and Chelsea water-
front.** These terminals provide 158,646 lineal feet, or 
30 miles, of berthing space measured along the sides and 
ends of piers and along the bulkheads or shore wharves. 
Many of them have railroad connections. The dep ths of the 
water available alongside these terminals range up to a 
maximum of 40 feet at mean low water. Practically all of 
the terminals fronting on the main ship channel are close 
to storage warehouses, both cold and dry; this greatly 
facilitates the transfer of cargo between vessel and ware-
ho use. 
b. Waterfront Facilities 
The piers of Boston Harbor fall naturally into 
four groups: those served by New York, New Haven and Hartford 
Railroad in South Boston; those along the waterfront of t he 
city proper, normally devoted to coastwise commerce, and 
served by the Union Freight Railroad; those situated at the 
11 
* 19, p.l8 - 26. . 
** 35, p.29 - 39, contains e xcellent sketch of the Port and 
Harbor facilities, pp . 29-39; plus a complete detailed de-
scription of the 226 piers, wharves and docks at t he Port 
of Boston, with information relative to t he availability of 
services, such as water, electr ic current, and rail conne c-
tions for shipping-scientifically listed in tables,pp .40-115 . 
upper end of the inner harbor at Charlestown, served by 
the Boston and Maine Railroad; and those of the New York 
Central Railroad Company (Boston and Albany District) 
across the harbor at East Boston. 
All of the principal piers have track connec-
tions and facilities for direct transfer of cargo between 
cars and vessels and motor truck service to all parts of 
New England and the interior. 
c. Status of Channel Improvements (as of July, 1950) 
The dredging of t he southerly half of the Main 
Ship Channel, from President Roads to Commonwealth Pier 
No. 1, East Boston, to a depth of 40 fe e t at mean low 
water has be en completed except for the removal of isolated 
shoal areas. The 40-foot channel is 600 feet wide with 
suitable widening at the bend just above Commonwealth Pier 
No. 6 (Fish Pier), South Boston. Easterly of the Fish 
Pier the 40-foot channel follows the southerly half of the 
35-foot channel. Westerly of the Fish Pier the 40-foot 
channel crosses over to the northerly half of the 35-foot 
channel, and e xtends to Commonwealth Pier No. 1, Ea s t 
Boston. 
Upon completion of the removal of the isolated 
shoal areas, the main ship channe l will have a depth of 
40 feet at mean low water in a 600 foot width in the sou ther-
ly half of the 1200 foot wide channel, and 35 feet at mean 
12 
low water in the northerly half from President Roads to 
Commonwealth Pier No. 1, East Boston. From Commonwealth 
Pier No. 1, the 35-foot depth continues to the lower bridges 
over the Charles River, Mystic River and Chelsea River. 
The 1200-foot width extends to the upper end of the harbor 
but decreases in width at the entrances to the rivers and 
abreast of the Navy Yard at Charlestown. The 40-foot 
anchorage northerly of President Roads has a controlling 
depth of 39 feet. 
d. Master Plan of the Port of Boston Authority for 
Development of Waterfront Terminal Facilities in Boston 
Harbor 
The Port of Boston Authority is an agency of the 
Commonwealth of Massachusetts established in 1945 by an 
13 
act of the Legislature with the expressed powers of developing 
new waterfront terminal facilities for handling of waterborne 
cargo, promotion and solicitation of business for the port, 
administering all waterfront terminals and other related 
property owned by the Commonwealth, initiating or participating 
in any rate proceedings or any hearings concerning the port, 
the protection of the shores, and improvement of Boston 
Harbor. 
The Authority is in administrative charge of approxi-
mately forty-seven square miles of tide-water in Boston Harbor, 
and over one hundred miles of shore-line. The Boston Port is 
the oldest major port in the United States, and has one of the 
best natural harbors in the entire world. It is less than 
seven miles, via a forty-foot channel, from the open ocean 
to the center of the important waterfront cargo handling 
terminals. There are five large established anchorage 
areas in the harbor. 
The Commonwealth of Massachusetts, realizing the 
need of additional modern pier facilities in Boston in order 
to maintain its position as one of the major ports in the 
United States for the accommodation of ocean-borne cargo, 
authorized the expenditure of $19,700,000. for the acquisi-
tion and development of new terminal facilities. 
The proposed projects of the Port of Boston 
Authority hereinafter described in this chapter are in-
tended to develop the usual steps of a co-ordinated sequence 
of port expansion which will provide modern transfer facili-
ties and equipment strategically located in the port so as 
to achieve simultaneous service to each of the major rail 
and highway systems serving the tributary area of Boston 
extending to the hinterland of up-state New York, the states· 
to the north of the Ohio River, and west of the Mississippi; 
as well as the Canadian provinces to the north. The basic 
plan is derived from the fact that the Port of Boston, in its 
natural advantageous position serving a large tributary 
shipping area in foreign commerce, is essentially ~ transfer 
point between land and water transportation, and that its 
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competitive po~ition must be maintained by the efficiency 
of the facilities which accomplish this transfer process. 
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The planning and design of all the new piers closely 
adheres to a general functional pattern determined by the 
Authority and the lessees. Each of the piers may differ 
in relatively small details, but the overall functional 
layout and appearance is the same. 
In view of the disastrous pier fires in recent 
years, a great deal of thought has been given to fire pro-
tection aspects of the new developments. All of the new 
piers will have what may be termed "A Fire-proof Substruc-
ture," constructed exclusive of the fender system, of in-
combustible materials above the mean low water mark. This 
precludes any possibility of a fire beneath the deck' under 
inaccessible conditions as always present in the usual 
timber pile supported structures prevalent along our coast 
constructed in the past. The type of design of the so-called 
fire-proof substructure varies with the geological conditions 
of each, consistent with the economic considerations of 
construction. All of the superstructures of the piers will 
be one-story sheds constructed of fire-resistent materials 
with a preaction type of dry-pipe sprinkler system for fire 
protection. 
The transit cargo area of the sheds will have as 
a minimum overhead clearance of twenty feet with both adequate 
natural and artificial lighting. Power and light outlets 
will be provided for portable lights and electric equip-
ment. The in-shore end of the sheds will have a two-story 
office section containing office facilities for customs, 
pier operators, steamship lines, and stevedores. Also in 
this end of the buildings will be located the gear lockers, 
warm rooms, wash and toilet facilities for the longshoremen, 
truck docks, and ramps for trucks entering the shed. 
Each berth will have ship-water and power supply 
outlets, and the apron will be adequately lighted for 
night operations. Each pier facility will have a separate 
building containing shops for the repair of pier-cargo 
handling equipment, battery-charging station, gasoline sta-
tion, and a large forming hall for the use of the lon g-
shoremen working on the pier. 
The present master plan for the development of 
additional modern pier facilities in the Port of Boston 
includes the following : 
1. Hoosac Pier No. 1 in Charlestown District of 
Boston on the site of the former Hoosac 
Tunnel Docks. 
2. Mystic Pier No. 1 in Charl.estown District of 
Boston on the site of the former Mystic Piers 
Nos. 46 and 47. 
3. East Boston Pier No. 1 in the East Boston District 
in the sites of Commonwealth Pier No,. 1 and the 
Boston & Albany Pier No. 2. 
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4. Castle Island Terminal in the South Boston District. 
17 
All the aforementioned piers are between approxi-
mately five to seven miles from the open ocean on a water-
way free of impediments such as drawbridges. Each of the 
proposed pier facilities has existing larg e railroad hold-
ing yards adjacent to the terminal. 
Hoosac Terminal 
The initial step in this prog ram was the con-
stru ction of the new Hoosac Terminal which is now complete. 
An agreement between the Port of Boston Authority and the 
Boston and Maine Railroad Company, approved by the Governor 
and the Council, provided for the leasing and operation 
of this pier by the railroad company upon completion. The 
total cost of this project including purchase of the pro-
perty and the modernization of the grain elevator, was 
ell· approximately ~~ 5, 000,000. 
The new terminal is a skew type of fing er pier 
extending appro x imately 200,000 square feet. This is 
actually a two-berth pier with approximately 90,000 square 
feet of shed floor area per berth. The end berth can be 
utilized for tie-up or working small cargoes. The two 
sides of the pier have working aprons 25 feet wide, each 
with one track flush with the deck . The end berth has a 
20 foot working apron. Two depressed tracks in a well for 
loading at car level are provided in the interior end for 
truck cargo. All of this permits the expeditious tran sfer 
of cargo. 
The substructure is of the steel sheet pile 
bulk-head t ype with a concrete relieving platform supported 
on timber piles. The interior area of the bulkhead enclo -
s u re is entirely filled with earth to the elevation of the 
deck. The deck is surfaced with bituminous concrete. 
The Authority, after a carefu l study of the e x-
isting grain- handling facilities in t h e Port of Boston 
for the export of grain, decided that the Hoosac elevator 
should be rehabilitated. The alterations and improvements 
consist of the installation of new mechanical equ ipment 
for unloading grain cars, grain gallery with conveyors 
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from the elevator to and along the west side of the pier 
for shiploading of g rain at a maximum rate of 30,000 
bushels per hour, supporting collecting conveyors under 
scales, portable bagging and sewing machines in the transit 
shed. 
Proposed Mystic Pier No. 1 
An agreement has been consummated with the 
Boston and Maine Railroad for the leasing and operation 
of the proposed pier facilities to be constructed by the 
Authority at a cost not exceeding $6,000,000. Contracts · 
for the demolition and reconstruction have been let. 
The proposed new pier will be app ro x ima tely 900 
feet long by 460 feet wide, with a 25-foot working apron on 
the north and south sides, and 20 feet wid e on the east berth. 
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The transit shed on the pier will be a one-story building, 
constructed entirely of fire-resistent materials approxi-
mately 418 feet wide by 588 feet long, having a total floor 
area of about 246,000 square feet. The inshore end of the 
building will contain the offices, warm rooms, gear lockers, 
and other appurtenant facilities. This pier will have a 
berthing capacity of three ships at one time. Provisions 
for rail cargo will be provided by flush tracks on the 
north and south working aprons, and three tracks along the 
center of the shed in a depressed well. Provisions for 
truck cargo will be provided with truck loading docks at 
the inshore end of the building, and ramps for access into 
the shed. 
The plans and specifications have been prepared, 
and bids have been received. 
East Boston Pier No. 2 
The Port of Boston Authority has purchased the 
terminal facility of the Boston and Albany Railroad of the 
New York Central System. It has entered into an agreement 
with the railroad for the leasing and operation of the 
terminal by the railroad, and will proceed shortly to the 
erection of a new pier on the sites of the existing Common-
wealth Pier No. 1 and Boston and Albany Pier No. 2, as well 
as to the rehabilitation of the grain elevator and conveyor 
system to increase the loading rate from 10,000 to 30,000 
bushels per hour. Plans for the new pier are nearing comple-
tion, and demolition will begin in the near future. 
The pier will be 603 feet long , 390 feet wide, 
with a working apron of 25 feet on the east and west berths, 
and 20 feet on the south berth. This actually will be a 
two full working berth pier with a tie-up berth on the 
end for working vessels with small cargoes. The one-story 
transit shed on the pier will be approximately 340 feet 
wide by 575 feet long, having a total floor area of approxi -
mately 196,000 square feet. The working area of the shed 
will be clear of all columns. The pier will have rail 
facilities consisting of one track on both the north and 
south apron, and two depressed tracks in the shed. Pro-
visions for truck cargo consist of loading platforms at the 
inshore end of the pier, and ramps for access into the pier. 
A new roadway will be constructed to Lewis Street to pro-
vide better highway access to the proposed pier and future 
pier facilities under consdieration in the overall develop-
ment of the area. Also, in connection with this first step 
will be the modernization of the grain handling facilities 
for export of grain. This pier will be equipped with a 
piping arrangement for the loading of tank cars with bulk 
liquids carried by cargo vessels. It is contemplated that 
an agreement for the leasing and operation of the proposed 
pier facilities will be consummated at an early date. 
Castle Island Terminal 
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Plans for the improvement of Castle Island 
Terminal are being drawn up with a grant of $44,000 secured 
from the Federal Government by the Port of Boston Authority, 
which for the past three years has been operating this 
facility under a permit from the Government. 
Located on this site are two existing transit 
sheds, each approximately 151,000 square feet in area, 
other appurtenant buildings, and a large railroad holding 
yard. The wharf is approximately 4,140 feet long, with 
two tracks for shipside loading operations. 
If and when the Port of Boston Authority can 
secure possession of this property from the Federal Govern-
ment, it is proposed to develop this facility by successive 
stages. The first stage, which is of immediate consideration, 
contemplates needed repairs to the wharf structure, new trans-
it shed construction, revision and new installation of track 
facilities and new access roads. 
Existing transit shed No. 2 is basically a temporary 
structure. The existing need for extensive repairs combined 
with the poor basic layout and construction makes further 
maintenance of this shed inadvisable. It is proposed, there-
fore, to remove this structure and to erect in its place at 
this time a smaller transit shed of modern design to be 
located at the westerly end of the site of the present shed, 
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and to be constructed of incombustible materials. The 
new shed is to be approximately 90,000 square feet. 
Existing transit shed No. 1, located at the 
easterly end of the marginal wharf, is of substantial con-
struction and of reasonably good layout, except for the 
wide working apron which is approximately 100 feet in 
width. It is proposed to construct a 60-foot wide addi -
tion to the northerly side of this shed for its full length 
of 840 feet. This will increase the shed area by approxi-
mately 50,000 square feet, making a total of approximately 
218,000 square feet. 
Some of the present tracks on the wharf apron 
are located too far away from the cap log to permit direct 
transfer of cargo by ships' gear between vessels and rail 
cars. It is proposed to relocate the trackage on the 
aprons so as to correct this condition and to remove all 
unnecessary holding yard tracka ge, at the same time co-
ordinating new service tracka ge installations within t he 
plan for the ultimate development of the terminal. 
New supplementary roads are necessary to the 
ultimate development of the area, and it is proposed to 
construct new roads at this time which will facilitate 
access to thi s first stage of development only. The layout 
of these roads, however, is planned to coordinate with 
contemplated future development of the entire area. 
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It · is proposed that the area at the east end of 
the terminal be desi gnated to open storage use for bulk 
cargoes such as lumber, etc. This will require little or 
no change in existing facilities in this area. The pro-
posed future development of Castle Island Terminal con-
templates the possibility of construction of two additional 
transit sheds, each to be approximately 5000 fe et long by 
180 feet wide, located westerly of the new transit shed 
now proposed, and the further development of approximately 
1,000,000 square feet of area for lease to industrial, 
warehousing and trucking interests, whose activities would 
be supplementary and pertinent to the adjacent port 
ffacilities. Such development would encourage activities 
through the port, and at the same time provide a source of 
considerable revenue. 
It is estimated that the initial step in the 
accomplishment of the alterations, repairs, and improvements 
will cost approximately $1,200,000. 
e. Bridges 
Charles River: There are five bridges with draws 
between the entrance and the Charles River Basin. The lower 
bridge has a clear width of 50 feet in the draw span. The 
second bridge has a width of 36.5 feet; the third has a 
width of 65 feet; and the last two have widths of 50 feet. 
Above the dam there are eleven bridges, all having fixed 
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spans. The lower bridge has an overhead clearance of 
29.9 feet; the remaining ones, with exception of the 
upper one, have an overhead clearance of 12 feet. The 
upper bridge has an overhead clearance of 11 feet. 
Mystic River: There are six drawbridges over 
this river between the entrance and Medford. The lower 
bridge has two draw openings of 125 feet each. This 
bridge is now under contract to be removed due to the 
completion of a high level bridge. The openings of the 
other bridges run from 75 to 42.6 feet. 
Chelsea River: There are three drawbridges 
over this stream. The lower bridge has draw openings of 
100 feet and 30 feet. The next two bridges are of the 
bascule type with draw openings of 70 feet. (The City of 
Boston is expected to reconstruct the lower bridge at an 
early date to 175-foot double bascule type opening .) 
Malden River: There are two bridges over this 
stream. The lower bridge has a draw opening of 50.3 feet, 
and the upper bridge has an opening of 52 feet. 
Fort Point Channel: There are seven bridges 
over this waterway having draw openings ranging from 76 to 
40.7 feet. 
f. South Boston Terminals 
The Army Base, 4,151 feet long and 300 feet wide, 
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was constructed by the United States Government at a cost 
of about $28,000,000.; of which $25,000,000. represents 
the cost of the buildings. The storage warehouse is about 
one-third of a mile long, 126 feet wide, 8 stories high, 
and has a total floor area of 1,651,100 square feet. The 
wharf shed is 1,638 feet long, 100 feet wide, 2 stories 
high, and has a floor area of 360,000 square feet. Two 
pier sheds, each 924 x 100 and 3 stories high, have a total 
floor area of 580,000 square feet. In the wharf shed and 
pier sheds, which are of modern steel and concrete con-
struction, there is available excellent shipside storage 
space with low insurance rates applicable. The waterfront 
portion of the Army Base is now being operated commercially 
by the Clark Terminals of Boston, Inc., 666 Summer St., 
Boston, Mass., under temporary contract with the Department 
of the Army. 
This terminal is equipped with modern cargo 
handling devices, including electric hoists, elevators of 
large capacity, electrically operated winches, etc. The 
controlling depth in the berths is now 30 feet at M. L. w. 
Nine large ocean steamers may be berthed at one time. Tracks 
of the New York, New Haven and Hartford Railroad extend the 
entire length of this terminal, permitting direct transfer 
of cargo between vessels and cars, and expeditious and 
economical handling of all kinds of merchandise by vessel, 
railroad or motor truck. 
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Castle Island was completed as a terminal in 
1942; it is located almost immediately opposite the Army 
Base, across the Reserved Channel; this terminal is the 
most modern of the Port's ocean shipping facilities. 
Included in the Castle Island facilities are two one-story 
transit sheds with a gross area of 302,400 square feet, and 
a continuous wharf of concrete 4,200 feet long providing 
berthing space for 7 vessels. The general holding yards 
at the rear of the sheds have a capacity of 375 cars; and 
there are open storage holding tracks for 140 cars. This 
terminal is serviced by a Government-owned double track 
line 6,500 feet long connecting with New York, New Haven 
and Hartford Railroad yards. The terminal is operated for 
the Port of Boston Authori,ty by Terminal Operators, Inc. 
There is a fully equipped, modern lumber terminal 
with about 35 acres of open storage space, operated by 
experienced personnel, and under the supervision of 
Wiggin Terminals, Inc. The balance of the open land, 
amounting to about 50 acres, is available for industrial 
development. There are a score of buildings, some of which 
are suitable for use for light industry while others are 
being used for light manufacturing or processing water 
borne merchandise. 
Commonwealth ~ier No. 5, owned and operated by 
the Commcmweal th of Massachusetts, is 1200 feet long and 
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400 feet wide, with a 20 foot apron on each side. It has 
berthing space for five large vessels. The building of 
steel and concrete is 1,167 feet long , 360 feet wide, 2 
stories high, and has a floor area of 600,000 square feet. 
Pa rt of the upper story is especially designed and equipped 
for ov erseas passenger traffic. Six tracks, connecting 
directly with the New York, New Haven and Hartford Rail-
road, run nearly the entire length of the pier. Four of 
these are inside the pier shed and are depressed so that 
the car floor is on a level with the shed floor. The re-
maining two are in the open, one on each apron, permitting 
direct transfer of cargo between car and ship. The pier 
is equipped with eight large freight and passenger elevators. 
It is considered to be one _of the finest on the Atlant i c 
seaboard. It now houses the executive offices of the Port 
of Boston Authority. 
Other Piers in the South Boston group include the 
Boston Fish Pier and the New York, New Haven and Hartford 
Railroad Piers Nos. 2 and 4, with a total berthing space for 
six steamers. 
g. City Proper Waterfront 
Originally the commerce of the port, to a 
large extent, was handled at these piers. They are now 
normally used for coastwise and local harbor traffic. The 
Boston terminals of the United Fruit Company, operating 
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steamers to Cuba . and Central America; the Eastern Steamship 
Lines, Inc., operating coastwise lines between Boston and 
Yarmouth; also the offices of the local towboat companies 
are located on this waterfront. 
The Principal Piers on the city side of the 
harbor have direct track connections with the Union Freight 
Railroad, a marginal railroad which connects with all of the 
truck line railroads. 
h. Charlestown Terminals 
The Boston.· and Maine Railroad are operators of 
the following facilities: 
1) Piers 46 and 47, Mystic Docks - These piers 
have a covered area of 350,000 square feet, and are all 
rail connected. Four berths with 30 feet M.L.W. are 
a vailable for ocean going vessels. 
These piers are to be demolished, and a new 
pier will be constructed on this site by the Port of Boston 
Authority for the Commonwealth of Massachusetts. This pier 
will be leased and operated by The Mystic Terminal Company 
after completion. Contract has be en let. 
2) Open Dock, Mystic River - Equipped with two 
cranes that have magnets for handling steel or scrap iron 
direct from car to ship, or slings for handling pulpwood or 
other commodities direct to open top cars. 
This facility is operated by The Mystic Terminal 
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Company. 
3) Hoosac Pier No. 1 - This new pier recently 
completed by the Port of Boston Authority has two 540 foot 
berths and one 500 foot berth, depth 35 feet at M.L.W., 
with a total floor area of over 200,000 square feet. 
4) Hoosac Grain Elevator - This elevator has 
been completely modernized and has a capacity of 1,000,000 
bushels. A new Gallery on Berth 1, Hoosac, can deliver 
grain to vessels at the rate of 50,000 bushels per hour. 
Both Hoosac Pier No. 1 and Hoosac Grain Elevator 
are leased and operated by The Mystic Terminal Company. 
5) Coal Discharging Plant, Mystic River - This 
bulk handling plant is equipped with four modern towers for 
discharging coal, ore, sulphur, nitrates or other bulk 
commodities di~ect from ship to cars. This plant is opera-
ted by the Mystic Coal Dock, Inc. 
From Hoosac and Mystic Terminals the Boston and 
Maine Railroad has rail connections with all parts of the 
United States and Canada. 
6) Wiggin Terminals, Inc. - has a merchandise 
terminal with a covered pier shed 800 feet long and 145 
feet wide. Pier for deep water cargo vessels dredged to 
30 feet depth at mean low water. Warehouses of fireproof 
construction adjacent to pier shed with a capacity of 600,000 
square feet of floor space. Space suitable for rental or 
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tenancy. B. & M. R.R. sidings. Completely mechanized. 
Wiggin Terminals, Inc. operates a lumber terminal 
at Castle Island, South Boston, for the Port of Boston 
Authority. Thirty-five acres of outdoor storage space 
for storage of finished lumber. Piers for three deep water 
ships at one time. Dredged to 31 feet depth at mean low 
water. N.Y., N.H. & H. R.R. sidings. 
i. East Boston Terminals 
In this group there are four large piers of the 
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New York Central Railroad Company (Boston and Albany District). 
All are connected with the main line of the New York Central 
Railroad Company (Boston and Albany District) by the Grand 
Junction branch running directly to the piers. 
The Piers cover approximately 44 acres. The grain 
elevator has a capacity of 1,100,000 bushels. It is a fire-
proof steel structure and is connected with the piers by 
conveyors. This terminal is also equipped with commodious 
and modern fire-proof warehouses. 
Pier 5, otherwise known as the Horn Track, is 
equipped with two electric Gantry cranes, each with a 
capacity of 50 tons, and harnessed together, van lift in 
excess of 100 tons. This pier has been rebuilt with 1,000 
square feet added, widened throughout its 450 feet length, 
has two tracks with smooth asphalt surface to serve trucks, 
etc., . and it can accommodate 16 freight cars at one time. 
This facility can serve any heavy lift cargo to or from 
ship or cars; and equipment consists of magnets, buckets 
or s uch other attachments that may be needed to handle any 
to or ex-water cargoes. 
Commonwealth Pier No. 1 adjoins the New York 
Central Railroad Company (Boston and Albany District) 
terminal, and has direct track connections with that rail-
road. This pier is 420 feet long and 150 feet wide, 
with a one-story shed 400 feet long and 140 feet wide. 
It is now leased by the U. s. Navy. (Cf. Master 
Plan for reconstructing this pier, pp. 19 and 20). 
The National Dock and Storage Warehouse Company 
Terminal has 50 warehouses with a total storage capacity 
of 7,500,000 cubic feet. The warehouses have electrically-
operated hoists as well as motorized handling equipment. 
Its streets are paved with black asphalt 
providing smoother handling of merchandise to and from 
the warehouses by truck or freight car. There are berths 
for steamers with sprinkler-equipped wharf storage sheds 
alongside providing excellent shipside storage. 
This terminal has direct track connections with 
the New York Central Railroad Company (Boston & Albany 
District) serving Trunk Line Rai lroads in the United 
States and Canada. 
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A limited amount of space for industrial purposes 
is available for rent. 
Conclusion 
With the development projects completed, and those 
now under way, as regards everything connected with terminal 
facilities; the immediate future should hold for Boston 
advantages to be gained at least in this one aspect. Along 
with the Master Plan mentioned , there has been in construction 
a New Highway System throughout the Commonwealth of Massachu-
setts; this ehould materially aid in the efficient benefit 
of the Por t of Boston. The major handicap in these develop-
ment projects of course is the prime consideration of all pre -
ferences of materials to the accomplishment of a successful 
conclusion of the Korean War. 
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III. FREIGHT RATE SITUATION 
a. Introduction 
\fhile the physical facilities provided at the 
port determine its capacity for the accommodat~on of busi-
ness, the utilization of these facilities is dependent upon 
other factors influencing the routing of traffic. Among 
these factors are the rail and ocean rates to and from the 
port. To afford a clear understanding of the influence of 
freight rates on the business of Boston, a precis of the 
rate situation will be given. 
The terminals of the Baltimore & Ohio railroad 
were originally constructed at Baltimore, those of the 
Pennsylvania Railroad at Philadelphia, and those of the 
New York Central, Lackawanna, and ~Erie Railroads at New 
York. The New York Central and its connections opened 
the first through route from New York to Chicago in 1852; 
and through rates were first published in 1857. The lines 
of the Pennsylvania System were extended to Chicago in 
1858 ; those of the Erie several years later, and the 
Baltimore & Ohio reached Chicago for the first time in 1874. 
The competition of these lines for traffic with the West re-
sulted in a serious rate war. At that time, as at present, 
grain was the commodity most sought. In 1877 a written agree-
ment was signed by the New York Central, Erie, Pennsylvania, 
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and the Baltimore & Ohio, the object of which was stated in 
the preamble as follows: 
To avoid all future misunderstandings in respect 
to the g eog raphical advantages or disadvantages of the cities 
of Baltimore, Philadelphia, and New York as affected by rail 
and ocean transportation and with a view to effecting an 
equalization of the aggregate cost of rail and ocean trans-
portation between all competitive points in the West and 
Southwest and all domestic or forei gn ports reached through 
the a bove cities. 
This agreement provided that export rates to 
Boston should be no higher than those to New York, that the 
r a tes to Philadelphia should be 2 cents per hundred pounds 
lower than those to New York, and that the rates to Baltimore 
should be 3 cents lower than the rates t o New York. As 
stated in the preamble, the object of these diff erentials 
was to equalize differences in the cost of transportation 
through the several ports concerned from competitive terri-
tory. The territory from which these differentials apply 
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is bounded on the east by a l i ne from Buffalo to Pittsburgh, 
on the south by the Ohio River, on the west by the Mississippi 
River, and on the north by the Great Lakes and a line running 
from Chicago nearly due west to Dubuque, Iowa. While Norfolk 
and Newport News were not specifically included in the agr ee -
ment, the rail lines to these ports have adopted the Baltimore 
rates from Chicago. Portland, Me., has the same export rates 
as Boston and New York, but these rates do not apply over the 
principal American trunk lines. Rates on g rain and iron and 
steel were eventually assigned differentials of 1 cent to 
Philadelphia, and l i cent to Baltimore under the New York 
rate. The agreement of April 5, 1877, provided that the 
terminal charges for storing and loading grain should be 
the same at all ports, and this charge was then fixed at l i 
cents per bushel. 
In the report of the Interstate Commerce Commission 
in the matter of differential rates to New York, Philadelphia 
and Baltimor~ decided April 30, 1898, it was stated that 
"The agreement of April 5, 1877, by which these differentials 
were originally fixed, recognized as their justification the 
fact that the ocean freights to European markets were less 
from New York than from Baltimore and Philadelphia, and that 
the inland rates to New York ought to be corresponding ly 
higher in order to equali ~e the other rates. The advisory 
commission of 1882 found this same condition of things and 
made that, in some measure at least, a reason for recommend-
ing that the differentials be not disturbed." 
Investigation by the Interstate Commerce Commission 
in 1897 showed that berth rates were lower at Boston than at 
New York by an average of perhaps 1 cent per 100 pounds, and 
that they were higher at Philadelphia and Baltimore than at 
New York by 1~ to 2 cents per hundred pounds. Under the 
conditions prevailing at the time of the several investiga-
tions of the Interstate Commerce Commission, it appears that 
the combination of the rail and ocean rates considered in 
connection with other conditions made the cost of shipment 
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through north Atlantic ports approximately the same. Hence 
there were no rate conditions so unduly preferential to any 
one port as to give it a distinct advantage in trade at the 
ex~ense of any or all competing ports. 
The opinion repeatedly expressed by the Interstate 
Commerce Commission to the effect that all of the competing 
Atlantic ports should be kept open for the transaction of 
export business upon such terms that each may fairly com-
pete for it has been generally regarded as sound. The 
maintenance of'competitive conditions is not only desirable 
in fairness to the ports themselves, but it is essential in 
order to secure an even flow of traffic and prevent the con-
gestion at certain ports which is chiefly responsible for 
the failure of our transportation system to meet the demands 
brought upon it during periods of business activity. More-
over, the a bility of the port to serve the local territory 
which is properly tributary to it may be impaired if it be 
deprived of through business. 
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In determining the effect of rates upon port de-
velopment, we must view transportation in its broader aspects. 
It is not sufficient to compare rail rates alone, nor water 
rates alone, nor is it even sufficLent to compare the combi-
nation of rail and water rates. We must consider every factor 
affecting the movement of traffic between origin and final 
destination. We must consider the character of the traffic 
and determine whether it is correctly balanced to afford 
proper loading and remunerative operating conditions for the 
vessels which may be expected to use the port. 
37 
Rail rates and charges for switching, wharfage, 
handling storage, and the conditions applicable thereto, all 
have a bearing upon the larger questions which demand con-
sideration in the interests of the people as a whole. When 
we have so adjusted traffic conditions as to induce a more 
correctly balanced movement of freight to and from our 
important ports, we shall have established at the same time 
the basis of successful shipping and successful port develop-
ment. To permit it to remain necessary for business to seek 
congested routes and outlets is to place an unwarranted 
handicap upon our trade, and to limit the efficiency of both 
cars and vessels as units of transport. Cars use for storag e 
purposes, and vessels held in port because of non-arrival 
of cargo are not performing their proper· functions. The 
assesment of demurrage charges in no way compensates the 
public for the loss sustained on the business . itself nor 
for the resulting lack of needed transportation facilities. 
It is not believed to be the duty of t he Government, 
however, to place a port with obsolete facilities on the same 
basis as a port having modern and economical facilities. The 
Government should not place a premium upon inefficiency by so 
adjusting rates as to offset needlessly high port expenses. 
The export rates from the West to Boston have 
been the same as the rates to New York. It has been con-
tended t hat New York has important advantages that compensate 
for the differentials of 2 and 3 cents in favor of Philadelphia 
and Baltimore respectively. The free lighterage service 
alone affords substantial savings to a shipper by permitting 
him to change the local destination at will; and since the 
domestic and export rates are usually the same, it matters 
little whether he ships on through or open bill of lading . 
This lighterage service was formerly estimated to cost the 
railroads 3 cents per hundred pounds - and as in the report 
of the Interstate Commerce Commission on the New York Harbor 
case, the rail carriers deduct the lighterage charge before 
prorating, while the Pennsylvania Railroad also deducts a 
similar amount on traffic to other points in the New York 
rate group on which the lighterage service is not rendered. 
Most of the carriers serving the port of New York permit 
shippers to bill freight intended for d elivery in New York 
or Brooklyn to "New York Lighterage", without more specific 
des i gnation of the place of delivery, the understanding 
being that cars thus billed will be hauled by the carriers 
to their holding yard at or near the port, to be forwarded 
later to some point in the harbor upon receipt of definite 
instructions from the shipper or consignee. If these instruc-
tions are received before the car reaches the holding point, 
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no charge in addition to the transportation rate is made 
for forwarding it to any point within lighterage limits. 
If the instructions are not received before the car reaches 
the holding point, an additional charge of $3 is imposed, 
equal to about 9 cents a ton or 4t mills per hundred 
pounds. 
In addition to the free lighterage system and 
equal domestic and export rates, New York has other pro-
nounced advantages. It is the terminus of several trunk 
lines from the West; it has to all ports of the world 
frequent vessel service built up as ·a result of both 
natural and artificial advantages; it has large banking 
institutions for financing foreign trade, and numerous 
forwarding agents for handling the business. The markets 
accessible from New York include practically the entire 
world. Hence we find that much cotton originating in the 
South goes to New York by rail and coastwise vessels, and 
is distributed from this port to its many foreign and 
domestic destinations. Large quantities of flour are 
shipped from Tacoma, Seattle and Portland by way of the 
Panama Canal to New York, and thence to the varied world 
markets which cannot be reached so surely and conveniently 
from the Pacific. 
With all these important advantages New York has 
easily maintained her position as the first port of the 
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Nation, notwithstanding the rail differentials in favor 
of her southerly competitors. Boston, however, without 
the advantages of New York but with similar export and 
import rates and higher domestic rates, is under serious 
disadvantages.* 
The complex problem of rates is difficult to 
handle because of the many factors that are involved, 
factors that can change conclusions in their entirety. 
In the past three years there have been eight changes in 
rates. Therefore, ratio of rates would be more important 
than the actual price. In Boston, the class rates seem 
at the present time to be of less value than the commodity 
rates because the commodity rates comprise 80% of the 
total. The all-rail rates on grain for export do not 
amount to much in Boston. The rates are temporarily in-
flated. These different concepts all modify the topic of 
the freight rate situation. 
(cont i nued) 
* 34, p.96-100 
40 
b. Export Class Rates: 
EXPORT CLASS RATES AND DIFFERENTIALS FROM 
CHICAGO TO BALTIMORE* 
BASE RATES 
Rule** 
Base Rates To Baltirnore •••••••• l54 
Class 1 2 ~ 26 
10 85 131 
Base Rates To Boston and 
6 
42 
New York •••••••••••••••••• l57 134 111 88 80 57 45 
Established Differential ••••••••• 3 3 3 3 3 3 3 
INCREASED RATES EX PARTE 162 AND EX PARTE 166 
Rule 
Class 1 2 3 26 4 5 6 
Increased Rates To 
Baltirnore ••••••••••••••••• 251 213 176 138 125 88 69 
Increased Rates to Boston 
and New York ••.••••••••••• 255 218 181 143 130 92 73 
Difference ••••••••••••••••••••••• 4 5 5 
INCREASED RATES FOLLOWING EX PARTE 168 
Rule 
5 5 4 4 
Class 1 2 2 26 4 5 6 
Increased Rates to Baltirnore •.• 276 234 194 1=5~2~1=3~8~9=7-=776-
Increased Rates to Boston 
and New York •••••••••••••• 281 
Dlfference ....••......•..•...••.• 5 
INCREASED RATES PROPOSED IN 
Class 1 
Proposed Increased Rates To 
Baltimore ••••••••••••••••• 293 
Proposed Increased Rates To 
Boston & New York ••••••••• 298 
Possible Differentials •••••••••.• 5 
240 199 157 143 
6 5 5 5 
EX PARTE 175 
Rule 
2 3 26 4 
248 206 161 146 
254 211 166 152 







* Central Territory Railroad Tariff Bureau. L.C. Shuldt -
Agent - Interstate Commerce Commission No. 3642; Tariff No. 
490B. Port of Boston Authority, 1/25/51. Traffic. 
~~* Rule 26 is 55% of 1st class. 
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c. Import Class Rates: 
IMPORT CLASS RATES AND DIFFERENTIALS TO CHICAGO* 
FROM BALTIMORE AND FROM BOSTON AND NEW YORK 
BASE RATES 
Rule 
Class 1 . .....,:2.....-._.,....3~~2;:.:::6:__ 
Base Rate From Baltimore ••••••••• 15~131 108 85 
4 5 6 
77
, __ 4,.:_,4~ 
5 2 
Base Rates From Boston and 
New York •••••••••••••.•••••• 162 139 111 88 80 57 45 
Established Differential ••••••••••• 8 8 3 3 3 3 3 
INCREASED RATES EX PARTE 162 AND EX PARTE 166 
Rule 
Increased Rates From Baltimore ••• 251 213 
Class 1 2 
17g 
26 4 5 6 
138 125 88 69 
Increased Rates From Boston and 
New York •••••••••••••••••••• 264 226 181 143 130 92 73 
Difference •••••••••••••••••••••••• 13 13 5 
INCREASED RATES FOLLOWING EX PARTE 168 
Rule 
5 
Class 1 2 ~ 26 
Increased Rates From Baltimore ••• 276 234 19 152 
Increased Rates From Boston & 
5 4 4 
4 5 6 
13897 76 
New York •••••••••••••••••••• 290 249 199 157 143 101 80 
Difference .... ................... . 14 
INCREASED RATES PROPOSED IN 
Class 1 
Proposed Increased Rates From 
Baltimore ••••••••.•••••.•••• 293 
15 5 5 
EX PARTE 175 
Rule 
2 3 26 
248 206 161 
5 4 4 
4 5 6 
146 103 81 
Proposed Increased Rates From 
Boston and New York ••••••..• 307 264 211 166 152 107 85 
Possible Differential ••••••••••••• l4 
* I.N. Doe, I.c.c. No. 362 
C.W. Boin, ICC No.A-574 
16 5 5 6 
Port of Boston Authority, January 25, 1951, Traffic. 
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d. Comparison of Import and Export Class Rate~: 
Analysis shows the increased proportionate rate 
of the import class rates plus the increased and proposed 
increased rates of both the import and export class rates. 
In addition, rail and truck rates between Boston 
and New England cities (except western Connecticut) are at 
least the same as for New York, and are in most instances 
lower than for New York. Import and export rates via 
standard rail routes between Boston and western points are 
the same as between New York and western points. Import 
rates from Boston via Canadian "differential" routes to 
territory west of Toledo and Cincinnati are lower.* 
To and from territory west of the Buffalo-Pitts-
burgh line, the rail-rate relationship is as follows: 
e. Grain 
Boston ----103 
New York --103 
Philadelphia--102 
Baltimore - 100 
The importance of grain in the success of Boston 
as a port cannot be lost sight of as regards the future 
growth of the Port of Boston. As of the present time, there 
has been no marked trend that shows that the grain business 
* 21. 
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will increase in the near future. The export of grain 
varies with the foreign demand and crop conditions. A 
brief listing of grain exports in bushels since 1946 will 
give an indication of the amount of business done in the 
export of wheat, barley, oats, corn and other grain commodi-
ties: 
1946 ••..•••..• 8' 234,062 
1947 ••.•.••... 9,042,470 
1948 •••••••••• 7, 6 51, 112 
1949 •••••••••• 9,430,248 
1950 ••••••.••• 4,567,129 
(Reason for such a small amount of grain business 
handled in 1950 is the fact that the Hoosac Elevator was 
out of service for a portion of the year to the present 
writing - February, 1951 - due to repairs. If conditions 
permit, the Elevator should be in service for the remaining 
3/4 of the year 1951.) 
The above listing gives the accomplishments 
achieved during the administration of the Port of Boston 
Authority which started in 1945. Significant to note is 
the fact that there was no grain handled by the Port of 
Boston in 1937! 
Ex-Lake Grain For Export From Buffalo (cents per 100 lbs.) :* 
Boston ••••••.••• 19.00 
New York •••••••• l9.00 
WHEAT 
Philadelphia •••..•••• l8.50 
Baltimore •••••••••••• l8.50 
* Boin Tariff 10-C. ICC #A563, supp. 64. 
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From Buffalo, the rates to Boston and New York 
are t cent per 100 lbs. higher than to Philadelphia and 
Baltimore. 
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IV. CO~~RCE OF THE PORT OF BOSTON 
a. Nat.ure and Extent of Commerce 
The Territory Tributary to Commerce: In practice 
it is impossible to fix definitely the limits of either the 
local or through territory because these limits differ with 
the commodity and with the origin and destination of the 
traffic. 
All of New England may be considered as tributary 
to Boston for foreign trade; but this entire territory is 
likewise tributary to New York as respects movements to and 
from certain foreign territory because of its superior 
vessel services. Some of the important manufacturing cities 
of New England ship chiefly through New York. Statistics 
show that Boston normally receives about 5,000,000 tons of 
bituminous coal by water from Norfolk and Newport News, 
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which is distributed throughout the local territory. Petroleum 
and products are next to coal in the vol~me of domestic re-
ceipts, and are likewise distributed throughout the local 
terri tory. Large quanti ti.es of wool, Egyptian cotton, rubber 
and hides are imported by Boston, most of which is utilized 
in connection with the manufacturing industries of New 
England. 
Grain from the Northwestern States and from Canada 
is exported through Boston to some extent. Boston gets 
some grain and some other export business as an overflow 
from Canadian routes; and in winter it obtains a portion of 
Canadian grain which is forwarded through Atlantic ports 
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after the close of the navigation season on the St. Lawrence 
River. Study of the foreign business through Boston shows that 
imports are distributed in greater or less degree to nearly 
all states in the Union, but that the area customarily 
served is bounded on the south by the Ohio River, on the 
southwest by the Missouri River; and that the northerly and 
northwesterly limits include the grain-producing districts 
of Canada. 
Among the important exports through Boston 
originating outside of local territory are meats and packing-
house products; and it isworthy of note that there have been 
large imports of bags and burlaps for the packing-house 
industry. The meats originate principally in Illinois, 
Indiana, Ohio, Wisconsin and Missouri; and the bags and bur-
laps are distributed principally to these same States, and 
in addition to Minnesota and Canada. The meats are destined 
principally to England; and the bags and burlaps come prin-
cipally from India. In the past, large quantities of vege-
table oils have been imported through Boston. These come 
from England, Germany, and Italy, and are forwarded chiefly 
to Ohio, New York and other States for use in soap manu-
facture. The grain passing through Boston is largely ex-
Lake from Buffalo, but in the past there has be en a sub-
stantial all-rail movement from Chicago and Canada. This 
grain is chiefly destined to England, Scotland, Wales, 
Denmark, Germany, Belgium and Holland. Lumber from Michigan, 
Ohio, Massachusetts and several other States is exported 
through Boston chiefly to England; and there are also 
some exports to England of iron originating principally in 
Pennsylvania, New York and Illinois. 
For domestic trade Boston is geographically at a 
disadvantage as compared with a number of other ports, but 
for rail traffic with Ontario and Quebec its position is 
not excelled by any ocean port of the United States, except 
Portland, Me. 
Boston is the nearest large United States port 
to the United Kingdom and all ports of Europe. It is well 
situated for securing Egyptian cotton from Alexandria, 
vegetable oils from Mediterranean ports, burlaps. and jute 
from India; and it is likewise favorably situated for 
trade with points on the east coast of South America south 
of Pernambuco, from which it obtains large quantities of 
rubber, wool and hides, coffee and quebracho. Boston is 
nearer these South American ports than any Atlantic or 
Gulf ports except Norfolk and Charleston. It is not so well 
situated for serving the interior in trade with the West 
Indies and points on the west coast of South America, but 
it, nevertheless, has substantial imports from these regions 
chiefly for local consumption, including such commodities as 
bananas, sugar, sisal and mineral oil (from Mexico), nitrate 
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of soda, etc.* 
Boston, being the principal seaport of New Engl a nd 
and one of the major ports of the United States, is the 
main gateway to Northern New England, the principal distri-
buting point for the commerce of Massachusetts, New Hamp-
shire and Vermont, and is the United States Port affording 
the shortest through route between Europe and the interior 
of the United States and Canada. 
The Massachusetts customs districts handled 
during 1948, imports totaling $391,800,000 wor.th of 
commodit i es weighing 2,961,650 tons . Thi s was 91 per 
cent of the value and 62 per cent of the weight of imports 
into the customs districts of New England. 
During the ten-year period indicated below, the 
principal IMPORTS were petroleum products, sugar, wood 
pulp, wool, gypsum. Other important commodities were 
rubber, rubber goods, logs, lumber, lath and shingles, 
grain and grain products, iron and steel, vegetable oils, 
molasses and syrup, fibres, cocoa, hides and skins, coffee 
and fish and fish products. 
The principal EXPORTS were other iron and steel, 
machinery, wheat, lumber, paper goods, and paper stock, 
grain and fertilizers. Other immportant items included 
meat and meat products, lard, asbestos, sugar, cotton, 
* 34, p.l51-153 
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cotton goods, frui ts and vegetables, machinery, fish, 
petroleum products, wire and wire goods. 
The commercial commerce of the Port of Boston for 
the last twelve years of reco rd (quantities in tons of 2000 















IMPORTS EXPORTS RECEIPTS SHIPMENTS 
2,678,094 473,073 12,613,682 1,179,420 
1,798,064 321,445 11,594,091 997,954 
2,169,610 428,999 12,824,567 1,118,266 
2,280,851 455,374 13,131,699 1,624,240 
2,725,124 654,249 12,503,447 1,566,164 
808,228 687,929 6,478,250 656,062 
357,035 916,103 5,455,598 581,604 
524,266 411,469 7,688,896 206,766 
1,742,911 565,121 7,857,322 324,679 
2,819,722 428,950 9,674,099 513,917 
3,252,695 538,625 11,432,869 715,009 
2,833,989 319,772 12,691,170 810,407 
TOTALS: 
1937 •••••.•.•.•• 18' 390,390. 
1938 •••••••••••• 15,880,767. 
1939 ••..••••••.• 17, 841,812. 
1940 ••.•••••.••• 19' 018, 305. 
1941 •••••••••••• 18,826,770. 
1942 •••••••••••• 10,431,179. 
1943 •••••••••••• 8,731,046. 
1944 •••.•••••..• 10, 7 4 3' 017. 
1945 •••••••••••• 12,850,522. 
1946 •••••••••••• 15,008,334. 
1947 •••••••••••. 18, 502,902. 














In addition to the above, cargo was moved by the Army through 
the Port of Boston as follows: 





1941 {Dec. only) ••••• l60 
1942 •••.....••••• 581' 300* 
1943 ••••••••••• 1,995,100* 
1944 .•••••••••• 3,625,100 
1945 ••••••••••• 3,709,800 






SHIPPED OR RECEIVED COASTWISE 
194l •.•••••••••• not available 
1942 ••.••••••••• not available 
' 1943 ••••••••••••••••••• 1,700** 
1944 •••••••••.•••.••••• 1' 200 






b. Passenger Traffic and Facilities 
There is little available information on paasen-
ger traffic in the Port of Boston; and to continue, there 
is not too much of the actual passenger traffic. Informa-
tion immediately available on arrivals and departures of 
passengers to and from Boston by boat is indicated below 
with a separation of citizens and aliens:*** 
BY SEA: 
ARRIVALS DEPARTURES (PORT OF BOSTON) 







(continued on next page) 
* Outbound shipments for 1942 and 1943 may include small 
quantities of cargo shipped from nearby American ports and 
Eastern Canadian ports. 
** Total from September through December 1943 only. Coastwise 
shipments and receipts not available prior to September 1943. 
***Figures were received by dictation from 34, at the Boston 
Department of Immigration & Naturalization, 73 Tremont St. 
Boston, Mass. 













Obviously there is not too much passenger business 
in the Port of Boston. However, at a recent converence, 
"A Symposium of Port Affairs," (February, 1951) there was 
outlined a plan for new terminal facilities over and above 
the recommendations in the Master Plan of 1946. There is 
a modernization program for Boston & Albany Pier No. 3 in 
East Boston to restore its usefulness as an up-to-date 
passenger facility. In the same phase of the program is a 
similar rejuvenation job to be done on Commonwealth Pier in 
South Boston. 
Bi~gest item in the new Plan is the Northern 
Avenue waterfront development which includes the constr uction 
of a new marginal type wharf, a combination passenger and 
cargo facility with restaurant and other comforts and con-
veniences for the former, and sheds for the storage and 
handling of cargo. The estimated cost of this new under-
taking is nearly $14,000,000.** 
As for cargo and passenger piers in the Port of 
* 25, p.7 
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Boston, there is the five-berth Commonwealth Pier No. 5, 
1200 feet long , with two-story concrete building for cargo 
and pa ssenger movement, apron and depressed center tracks; 
the r e is the new fire - proof Hoosac Pier that berths thre e 
large frei ghte rs, has shipside tracks the length of its 
540-foot shed , truck ramps and docks for "tailgate" loading , 
30,000 bushel-per-hour grain elevator. Army Base is the 
largest pier on -the Atlantic, berths nine ships. Seven 
berth Castle Island terminal bas huge closed and open 
storage areas. 
An interesting side-light re passenger traffic 
' 
on a Federal scale is the fact disclosed by the National 
Federation of American Shipping, Inc. that the greatest 
inadequacy in the privately-owned American merchant fle e t 
i s the shortage of passenger- carrying vessels capabl e of 
conversion to troop transports in event of milita ry necessity. 
This was brought out in reviewing the status of t~e United 
States Merchant Marine.* 
c. Ship Arrivals 
The annual figures on ship arrivals at the Port 
of Boston compiled by the Maritime Association of the 
Boston Chamber of Commerce show an increa se in port activity; 
the increase in port business of 1950 over 1949 was much 
more marked than that of the previous year. 
Total arrivals for 1950 of vessels recorded by 
* 23 
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the Association's Marine News Service were 2,627; for 
1949 the total was 2,294.* In addition to omitting vessels 
of 1000 gross tons or under, a few vessels whose purpose in 
calling at the Port did not rate them consideration were 
left out. This included government 'mothball' fleet ships 
towed into port for repairs, and ships anchoring in the 
harbor for a few hours to take on fuel or supplies. 
The biggest increase in ship arrivals was found 
in vessels of foreign registry. In 1949 Boston welcomed 
708 fo r ei gn flag ships; and in 1950, the figure rose to 
968. This seems to bear out the complaint by backers of 
the American Merchant Marine that foreign flag participa-
tion in the transportation of American cargo is increasing. 
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Regardless of shipping policies involved, in this case it 
meant more business for Boston since the number of American 
ship arrivals also increased. No one foreign line can 
take credit for this increase. Nearly all the principal 
foreign shipping companies serving the Port of Boston did 
more business here. For instance, The Cunard Steamship 
Company's Boston office almost doubled her ship arrivals 
last year over the year before. Swedish lines like the 
Norton Line and Brodlin Line from South America, and the 
Clipper Line from Cuba and Mexico made Boston a busier 
* SEA-GOING VESSELS ENTSRING BOST ON ( EXCV_1DING FISH CRAFT) : 
1950---2801; 1949---2565 (year of the coal s t rike); 1948--
2655; 1947--2250. 
haven than in 1949. 
Arrivals of foreign registry tankers also in-
creased in three years from 18 to 102, probably becuase of 
the tendency to register American tankers under foreign 
flags in order to meet forei gn competition. 
In American flag trade, although there were l e ss 
oil tankers from foreign ports - and less colliers, the 
total arrival figure still went up. The drop in collier 
arrivals over the past three years probably corresponds with 
the switching to oil fuel by local industry. The new 
Edison Plant in Weymouth, operating on fuel oil, is an ex-
ample of this displacement. 
The biggest American increase for Boston was in 
its coastwise trade. The resumption of the Newtex Line 
service to Texas was a major factor. Also the Pan-Atlantic 
Line to Florida and the Gulf increased service. In the last 
four and one-half months of 1950 Pan-Atlantic doubled its 
stops here, with two ships weekly instead of one. 
While fi gures on ship arrivals are not positive 
proof of more port busines s , measured in actual tonnage, 
hardly ever is an increase of 423 vessels unaccompanied by 
a corresponding increase in tonnage. 
55 
ARRIVALS AT THE PORT OF BOSTON 
(Comparative Statement for the years of 1948, 
1949 and 1950) 
FOREIGN FLAG ARRIVALS 































Union of So.Africa 
Spanish 
Israel 
TOTAL FOREIGN FLAG 
BY TYPE: 











































































AMERICAN FLAG ARRIVALS 
1948 
Foreign Trade - General & Bulk Cargo •••• 563 
It It 
-Oil Tankers ••••••••••••• 80 
tl tl 
- Displaced Persons Ships. 
tl tl 
- Repairs only •••••••••••• 
Domestic Trade- General & Bulk Cargo •••• 139 
" " - Oil Tankers. • • • • • • • • • . • • 449 
" " - Colliers •••••••••••••••• 558 
11 
u -Repairs only •••••••••••• __ 
TOTAL AMERICAN FLAG ••••••••••••••••••••• l789 
Add total foreign flag arrivals ••••••••• 610 
























Total arrivals of general and bulk cargo ships, both 
American and foreign registry: 1,294 in 1948; 1,406 in 
1949; 1,703 in 1950.* 
* Maritime Association of the Boston Chamber of Commerce. 
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Total cargo imports of December, 1949, showed 
an increase of 246,773 short tons over those of 1948. 
General cargo imports of 1949 also showed an increase of 
22,013 short tons over those of 1948. Total cargo exports 
of 1949 showed a decrease of 12,024 shor t tons over those 
of 1948. General cargo exports of 1949 a lso showed a de-
crease of 1, 951 short tons over those of 1948. The overall 
comparison of total imports and exports of December, 1948 
and 1949 showed an increase of 234,749 short tons. 
It is significant to hote that the export of g rain 
in December, 1948 exceeded that in Decembe~ 1949 by more than 
ten thousand tons. There is no apparent trend in total 
business done for the two years of 1948 and 1949. However, 
a few singular comparisons are apparent; the average export 
grain business per month in 1949 as compared to that of 1948 
for a period of 12 months showed an increase of 3,083 tons; 
for petroleum, an increase of 1,356 tons; for general cargo, 
the insignificant increase of 68 tons; for a total, 4,510 
tons. The import business for the same period showed a de-
crease over the Gypsum trade in 1949 by 189 tons; for sugar, 
an increase of 229 tons; for general cargo, a decrease of 
10,062 tons; a total increase of 50,937 tons. 
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V. CURRENT BUSINESS OF THE PORT OF BOSTON 
Introduction 
A comparison of fi gures on the current business 
of the Port of Boston reveals singular results concerning 
foreig~ domestic, coastal, intraport and total Port trade 
for the years 1948 and 1949: In 1949, forei gn imports ex-
ceeded those of 1948 by 246,773 short tons; while the ex-
ports of 1949 were less than those of 1948 by 12,024 short 
tons. The overall foreign import-export business showed 
a gain of 234,749 short tons. 
Domestic trade imports of 1949 exceeded those of 
1948 by 18,526 short tons; while the exports of 1949 ex-
ceeded those of 1948 by 1,647 short tons. 
Coastal commerce for goods imported in 1949 
totaled a decrease of 185,122 short tons as compared with 
the 1948 tonnage; while the export business of 1949 was 
less than that of 1948 by 12,836 short tons. 
1949 Intraport imports were less than those of 
1948 by 37,377 short tons; while the exports of 1949 ex-
ceeded those _of 1948 by 24,272 short tons 
The total Porttrade showed a s light increase in 
1949 over 1948 by 33,859 sh ort tons. 
The total Port trade from January through December, 
1949 was 15,474,070 short tons. The ove rall average from 
January through Decemb er, 1949, tot aled 1,280,285 short tons. 
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a. Short tons 
FOREIGN: 
CURRENT BUSINESS* 
PORT OF BOSTON 
Importe •••••••• 431,843 
Exports. • • • • . • • 20, 63~ 
452,47 
DOMESTIC: 
In ••••••.•••.• 22,048 
Out •••••••••••• 6,540 
28,588 
COASTAL: 




In •••••••••••• 29,830 
Out ••••••••••• 111,125 
140,955 

















In ••••••••.•• l,686,484 




In •.• 1, 64 3, 684 




TOTAL PORT TRADE, JAN. TO DEC., 1949 (Inc.) 
In ••.•.••••• l3,889~459 






Jan. to Dec. 1949 Inc. 
Jan. to Dec. 1949 Inc. 
Jan. to Dec. 1949 Inc. 
In ••••••• l,l57,453 
Out •••••• 122,8~2 
Total •••• 1,280,2 5 
b . Cargo PORT OF BO STO Ni~ 
I M p 0 R T £ 
TOTAL CARGO ••.•.•..• December, 1949 ••.•••..••• 431,843 S/Tons 
" 
II 
" 1948 ••••••••••• 185,070 S/Tons 
I NCREASED •.•..• 246,773 S/Tons 
GENERAL CARGO II 1949 .......... . 74,334 S/Tons 
" 
II II 1948 .•..... .... ~2 2 221 S/Tons 
INCREASED •••••• 22,013 S/Tons 
E X p 0 R T s 
TOTAL CARGO II 1948 . ..... . ...• 32,659 S/Tons 
" 
lt u 1949 .......•.•• 20,~ S/Tons 
DECREASED ••••.• 12,024 S/Tons 
GENERAL CARGO 1948 . .........• 12,499 S/Tons 
II 
" 1949 ..•. ...•... 10 2 ~48 S/Tons 
DECRSASED • • ...• 1,.951 S/Tons 
Total Imports & Exports, December, 1949 • • •••• 452,478 S/Tons 
Total Imports & Exports, December, 1948 •••••• 217 2 729 S/Tons 




c. Export-Import Summary 
EXPORT-SUMMARY 
Month Year Grain Petroleum General Cargo Total 
Dec. 1949 10,087 None 10,548 20,635 
De c . 1948 20,160 None 12,499 32.659 
Nov. 1949 19,382 5,826 7,841 33,049 
IMPORT-SUMMARY 
Month ~ Gypsum Petroleum Sugar General Cargo Total 
Dec. 1949 22,333 300,758 34,418 74,334 431,843 
Dec. 1948 None 105,441 27,308 52,321 185,070 
Nov. 1949 11,048 267,079 43,239 87,557 408,943 
COMPARISON 
EXPORTS 
Period Year Grain Petroleum General Cargo Total 
12 mos. 1949 265,189 34,632 115,036 414,857 
12 mos. 1948 228,190 18,323 114,221 360,734 
Average 
per mo. 1949 22,099 2,886 9,586 34,571 
Average 
per mo. 1948 19,016 1,527 9,518 30,061 
IMPORTS 
Period Year G;ypsum Petroleum Sugar General Cargo, Total 
12 mos. 1949 169,524 2,056,537 456,976 678,304 3,361,341 
12 mos. 1948 171,794 1,445,038 334,216 799,048 2,750,096 
Average 
38,081 56,525 280,111 per mo. 1949 14,127 171,378 





Foreign Trade of the Port of Boston totaled 
$409,800,000 during 1949; tanker carriage advanced - dry 
cargo movement declined. 
WATER-BORNE FOR~IGN TRADE THROUGH THE PORT OF BOSTON  
Shipping Weight in Value in Millions of 
M1 11 1 rn '"'" nf' ~Eolln< _S Dollars 
EXPORTS TOTAL DRY CARGO I.ANKERS TOTAL !DRY CARGO TANKERS 
1946 809.1 777.5 31.6 61.1 6o.-a 0.3 ' 
1947 900.9 699.9 201.0 82.9 80.5 2.4 
% change'47 +11.3 -10.0 + 536.1 +35.6 + 3~.2 +700.0 
1948 597.5 566.2 31.3 71.1 71.0 .2 
% Change'48 -33.5 -19.0 - 84.3 - 14.2 -13.3 - 92.6 
1949 675.1 557.6 117.5 73.5 71.9 1.5 
% Change'49 -t-13.0 - 1.5 + 275.4 .,. 3.4 .... 1.3 .... 650.0 
IMPORTS 
1946 ~,419.6 2,089.5 3,330.1 283.5 273.7 9.8 
1947 ~,423,3 2,796.0 3.627.4 356.2 341.1 15.1 
% Change'47 1'18.5 +33.6 + 8.9 .... 25.8 +24.6 +54.2 
1948 5,654.2 2,583~8 3,070.6 383.8 365.1 18.8 
% Change'48 -12.0 -7.6 -15.4 + 7.7 ..... 7.0 + 24.5 
1949 6,840.8 2,492.7 4,348.0 336.3 314.8 21.5 
%Change '49 1" 21.0 
- 3.5 -t41.6 -12.4 -13.8 -t 14.4 
Foreign trade movement by vessel at the Port of 
Boston during 1949 was valued at $409,800, 000 which repre-
sented a decline of $45,100,000 or 9.9% below 1948. Value 
of commodities moved by dry cargo ships totaled $386,700,000 
which was a decrease of $49,400,000 or 11.3% less than the 
previous year. Movement by tanker vessels, valued at 
$23,000,000 registered an increase of $4,000,000 or 21%. 
Total tonnage movement in foreign trade at the 
Port of Boston aggregated 3,355,000 tons which was in increase 
of 565,000 tons or 20.2%. Dry cargo ship tonnage movement 
amounted to 1,362,000 tons representing a decline of 48,000 
tons or 3.4%, whereas the total movement by tanker vessels 
was 1,993,000 tons involving an increase of 613,000 tons or 
a gain of 44.4%. 
This summary does not include trans-shipment 
statistics or relief program movement on Army or Navy 
operated vessels.* 
* 33, p.l. 
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VI.* FACTORS THAT HANDICAP PROGRESS 
Introduction 
Since the turn of the century the Port of 
Boston has declined in relative importance among the lead-
ing United States ports. Although the westward and south-
ward shifts in population and manufacturing activity have 
contributed to this decline, man-made conditions have accelerated 
it. Freight-rate differentials, wartime dislocations, admini-
strative obstacles and other difficulties have all played a 
part in the still unsolved major problems of the Port of 
Boston, which is not yet making its maximum contribution to 
the growth and economic welfare of New England and environs. 
There is a distinction between port and harbor: 
Boston Harbor is a gift of nature which .will exist indefinite-
ly; the Port of Boston is the creation of man, which includes 
all the facilities necessary for an active water-borne 
transportation terminal. To the extent that the Port's 
problems are man-made, they can be corrected only by human 
effort. Despite the recent revitalization of some phases 
of the Port's operations, its long-run difficulties have not 
yet been overcome. 
Although most of the other ports of New England 
are important mostly to their local areas, the influence 
of the Port of Boston permeates the reg ion of New England 
to such an extent that the future of New England is dependent 
* 28, pp.l-7 
upon the future of the Port of Boston. 
New England is poor in natural resources, and 
must import many raw materials from abroad and from other 
regions of the United States in order to keep its factories 
running. It must sell a large portion of its manufactured 
g oods to outsiders in order to earn its living. At present 
water transportation is the only practical method of trans-
portating heavy or bulky goods between countries in different 
continents. Water transportation is also the cheapest form 
of transportation for many commodities between New Eng land 
and numerous other parts of North America. 
If the Port of Boston should g o out of existence, 
the importation of wool into the United States would be di-
verted to other ports. It would not only force increasing 
diversion of the wool market and the manuf acture of woolen 
products to other areas; it would also affect railroad and 
truck transportation, financial organizati onR, warehousing 
and stevedoring operations, ships' suppliers, and indirectly 
retail trade, employment and income throughout the region. 
The same is ture in varying degrees for other important 
commodities handled by the Port. 
Some facts about the business of the Port, and the 
problems with which it is confronted will be further pre-




The Port of Boston is a transportation terminal for 
both domestic and foreign water-borne commerce. However, 
only about 20% of all tonnag e moving through the Port 
comprises foreig n commerce. The rest is domestic and 
local traffic. An accompanying chart shows the tonnage 
handled by the Port by categories during the years 1939-
1948 plus the first nine months of 1949. Domestic receipts 
and shipments include both coastwise and intercoastal 
tonnage. Local tonnag e represents certain intraharbor 
movements. 
The total tonnage for 1948 was more than 400,000 
tons greater than that for the year 1929, which wa s the 
interwar peak. The increase resulted from an expansion 
in domestic rather than foreign commerce. A tremendously 
hi gh proportion of all domestic tonnage, however, consti-
tuted private bulk cargoes such as petroleum products and 
coal. That is why domestic tonnage, although amounting to 
more than 80% of the total, included les s than 40% of 
general cargo tonnage. Before World War II domestic 
tonnag e had contributed more than 60% of the total g eneral 
cargo business. The great importance of coal and petroleum 
in the Port's domestic traffic also accounts for the heavy 
excess of domestic receipts over shipments. Most colliers 
and tankers leave Boston with very little paying cargo. 
The success of the Port of Boston requires a 
larger volume of general cargo in its domestic business. 
Otherwise Port facilities will not be used fully, and it 
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will become increasingly difficult to justify the capital 
outlays necessary to maintain the Port and attract ships. 
The total foreign tonnage of the Port of Boston 
in 1948 exceeded that in 1939, but rt fe l l far short of 
the 5,200,000-ton total for 1922, and was less than the 
fi gure for several other interwar years. Since the total 
foreign-trade tonnage of the United State s in 1948 exceeded 
that in any previous year, the Port of Boston had fallen 
behind its competitors in this phase of its operations. 
In 1948 the foreign-trade tonnage was 26,228,000 tons for 
the Port of New York; 16,052,000 tons for the Port of 
Baltimore; 13,969,000 tons for the Port of Philadelphia; 
and only 3,126,000 tons for the Port of Boston. 
The decline in relative importance was not a 
wartime phenomenon. At the turn of the century the Port 
of Boston was second only to the Port of New York in the 
total volume of its forei gn trade. By 1908 Boston had 
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dropped to fourth place in forei gn trade among the nation's 
ports; and by 1920 to sixth place. Although still thenation's 
fifth largest tonnage importer in 1948, it held only fourth 
place in export tonnage. 
In addition to the declining relative importance 
of total foreign trade through the Port of Boston, the 
situation is a ggravated by the ppor balance between imports 
and exports. Both the tonnage and dollar value of imports 
and exports greatly exceed those of exports. In 1948, 
imports amounted to 2,827,500 short tons, and exports were 
298,850 short tons. The value of imports was $383,800,000, 
and the value of exports was $71,200,000. The ratio of 
import to export tonnage was roughly ten to one; in 1939 
it had been only about five to one. Moreover, the export 
tonnage in 1948 was no higher than it had been in 1939. In 
general, the postwar foreign-trade record of the Port of 
Boston is not encoura~ ing . 
CARGO TONNAGE HANDLED BY THE PORT OF BOSTON 
1948 and 9 months, 1949 
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b. Shippin~ Services 
There has been a definite decline in shipping 
services. The contrast between the current number of 
steamship lines and sailings handling general cargo, and 
the number before the war provides another indication of 
the current status of the Port of Boston. In 1939 approxi-
mately 39 ocean-going steamship lines had regular sailings 
from Boston. Today there are about 20 ocean-going lines 
which call at Boston at intervals which can only be called 
reasonably regular. At present only one steamship company 
carrying general cargo has its home office in Boston. 
The coastwise trade in 1939 had seven steamship 
companies with approximately 14 sailings per week, exclusive 
of daily sailings of the Eastern Steamship Company between 
Boston and New York. Today only one general-cargo company 
has one sailing per week from Boston in the coastwise ser-
vice. In the intercoastal trade there were six companies 
in 1939 with 13 sailing s per month. Today there are three 
intercoastal lines maintaining six sailings per month. The 
drop in domestic general-cargo tonnage is not surprising in 
view of the drastic reduction in sailings out of the Port 
of Boston. 
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Two companies which operated in the coastwise trade 
from Boston before the war sold their ships to the War 
Shipping Administration during the war. One company has 
liquidated its business entirely, and the other has eliminated 
all its coastwise runs. The principal reason advanced by 
these two companies for their curtailed s e rvice is rising 
labor costs, both terminal and operating . Each company 
operated at a profit throughout the depression of the 
thirties. Losses were incurred for the first time in 1937 
and 1938. Earnings were relatively small during the early 
war years. From 1929 to 1943, the gross revenues of the 
other remained about the same. But in each case compensation 
paid out in wages and salaries showed a steady increase re-
lative to revenues. 
The increased labor costs refle cted not only .com-
pensation to crews but also stevedoring and other terminal 
costs borne by the steamship companies. Ship operators 
contended that the terminal costs became unbearable, and 
resulted largely from government wartime wage policies. 
Even the potential relief of rate increases offered little 
help since competition from railroads and trucks held a 
ceiling over shipping rates. The coastwise and intercoastal 
services, unlike the carriers operating in forei gn trade, 
receive no government subsidies. 
Another reason advanced for the failure of coast-
wise operators to resume operations after the war was that 
the surplus ships sold by the federal g overnment were not 
constructed for therr trade. The operators felt that they 
could not place orders for new ships until construction costs 
came down. 
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Since there is an enormous excess of receipts 
over shipments in both the domestic and forei gn trade 
categories, it is clear that the central problem of the 
Port of Boston is how to raise the volume of outbound ship-
ments. The unoccupied cargo space in mos t departing vessels 
is unattractive to operators, and hinders the development of 
comprehensive sailing schedules. 
An important natural source of larger outbound 
shipments is the manufacturers and other exporters in the 
territory tributary to the Port, i.e., all of New Eng land 
except southwestern Connecticut. The use of the Port of 
Boston by New England exporters, and their attitudes towards 
the Port are significant in this connection. 
c. Utilization of the Port of Boston 
In the spring of 1949 a questionnaire was sent to 
503 leading New England manufacturing exporters as part of 
a study of various aspects of New England's foreign trade. 
175 companies participated. The companies were requested to 
state, among other things, the proportions of their export 
sales shipped through the ports of Boston, New York and all 
other ports for the years 1939 and 1948. One hundred fifty-
eight companies provided information about their use of the 
ports for the year 1939, and 172 companies for the year 1948. 
The proportions of these companies' combined exports through 
the ports are shown in an accompanying chart. 
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According to the responding reporters, a higher 
proportion of their export business passed through the Port 
of Boston in 1948 than in 1939. Despite the 64% increase in 
Bost on's share, however, the ·~ca1 port in 1948 handled only 
one ninth of the export business of these companies. 
A foreign trade study conducted by the Uni t ed 
States Department of Commerce for the year 1928 shows that 
65% of exports by New England manufacturers were shipped 
through the Port of New York, and 14% passed through the 
Port of Boston. The findings of each study support the 
position that a disproportionately large share of New 
England's exports go through the Port of New York at the 
expense of the Port of Boston. Furthermore, the higher 
Boston figure for 1928 suggests that rel ative use of the 
Port of Boston has shrunk in the past twenty years. Since 
the sample in the Department of Commerce study was con-
siderably larger than that employed in the more recent 
survey reported here, however, the lower figures for 
Boston 'sshares in 1939 and 1948 are not conclusive proof 
73 
that the Port's proportion of New England exports has declined. 
The companies which responded to the questionnaire 
survey were asked to state their principal reasons for not 
making greater use of the Port of Boston. Many companies 
advanced more than one reason. The largest number, 94 
companies, stated that their non-use was due to more frequent 
sailings elsewhere; 86 indicated that it was due to their 
customers' requests; only 12 offered lower total costs as 
the principal reason; and 57 gave miscellaneous reasons. 
Among the latter, the most frequent reasons offered were 
no sailings to certain destinations, export a gent or depart-
ment located in New York, and the use of rail shipments to 
Canada or Mexico. 
One company noted that it could save a day or so 
on deliveries by shipping goods to New York rather than to 
Boston. An executive of another company wrote that he had 
made a number of attempts to ship through Boston with 
little success. He stated that Boston has numerous advantages 
over New York for his company, including lower inland freight 
costs, but that he is forced to ship through New York because 
of more frequent sailings to most destinations from New York. 
It does ship to Belgium from Boston, however, because it is 
sure of weelcly sailings. Another company regretted that 
Boston did not have direct sailings to Cuba on account of 
the inland frei ght savings that could be made. (Since the 
date of the survey, a regularly fortni ghtl y sailing from 
Boston to Cuba and Mexico has been schedul ed.) 
Many of the responding New England manufacturers 
are also oriented toward New York by their established ex-
port-sales channels in that city. Though most of the 
reporters have export departments at their plants or head 
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offices, about one-fifth export through agents. Almost 
all of these agents are located in New York. Moreover, 
many important New England manufacturers have head offices 
in New York. 
If the shippers are willing to or prefer to ship 
through Boston where they can, then why do the carriers not 
furnish them with regular and diversified sailings? The 
steamship companies say that they would be happy to furntsh 
the sailings if they could count on cargoes in sufficient 
vol~me. It would seem to be a "which comes first, the hen 
or the egg 11 situation. It is an old axiom that ships seek 
the cargoes, but under modern competitive conditions shippers 
seek the ports which offer them and their customers better 
delivery service. Consequently, it appears necessary to 
have more frequent and regular sailings from the Port of 
Boston before more New England export pass through the Port. 
A report published almost thirty years ago by 
the Army Board of Engineers and the old United States 
Shipping Board summarized very neatly why New England ex-
porters did not at that time and still do not use the Port 
of Boston more extensively: 
••••• Exports originating in New England are confined chiefly 
to high class measurement goods. Such goods have a wide 
distribution in forei gn trade and must seek a port having ' 
a multitude of shipping services. The shipping services, 
on the other hand, must in general seek ports furnishing 
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well balanced cargoes, and particularly heavy cargo 
in abundance for dead-weight and for making up full 
loads ••••• * 
PROPORTIONS OF EXPORT VALUE 
SHIPPED THROUGH VARIOUS PORTS 
(")AC"'IIPf'C'tUAil'tG ~ lCPO"Tt.t\\, \ct·n i)"l \q'f. I 
tPt-r~t>lo 'f.,>tJf>l of 
To 'I<~~! VcJ/11e) 
An opinion about the Port of Boston by a non-
New England expert on American seaports r evealed that 
Boston's geographical position and economic environment 
should g ive it one of the top ranking port s in the United 
States; further, that the railroad and political situations 
have been the main hindrances to its growth. 
The Port of Boston has adequate railroad facilities 
to service its requirements. The Boston a nd Maine, the New 
Haven, and the Boston and Albany Division of the New York 
Central all feed export shipments to the Port, t hough only 
the last is a trunkline railroad. The major source of diffi-
culty appears t o be the freight rates, and particularly the 
export rail rates for grain. 
Around 1905 the ports of Baltimore and Philadelphia 
were suffering from lack of business, and were inferior in 
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* Cf. p. iv, Introduction of this thesis. The Port of Boston, 
Mas sachusetts, Port Serie s No. 2 (1922). 
• 
facilities to the ports of Boston and New York. They 
obtained an opinion from the Interstate Commerce Commission 
which permitted the railroads to reduce their export rail 
rates in favor of inland shipments to the ports of Baltimore 
and Philadelphia in order to increase their share of Atlantic 
port business. From time to time other export rail-rate : 
differentials were established from inland points in the 
United States to favor rail shipments to New Orleans and to 
Montreal. The advantage which Boston and New York enjoyed 
in being nearer to Europe and other foreign markets was a 
consideration in the rate adjustments. The preferential rail 
rates were intended to compensate the southern ports for 
the higher ocean freight rates charged at that time because 
of their less favorable location. 
Over a period of twenty or more years after the 
rail- rate differentials were established, however, ocean 
freight rates from all Atlantic and Gulf ports were equalized. 
Even though the Gulf ports are farther than the North Atlantic 
ports from most of the important foreign shipping points, 
the Gulf cities g ained a decided competitive advan tag e be-
cause of the rail-rate preferences. For example, as of 
September 30, 1947, the all - rail rates for electric refrigera-
tors from Chicago and Cincinnati to New Or leans for export 
to Europe were $ .98 and $ .79 per one hundred pounds, re-
spectively. Similar rates to New York, which is closer to 
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those inland cities, were $1.10 and $ .92 per 100 pounds. 
The export rail rates to Boston were the same as those to 
New York. Rate increases since 1947 have increased the 
differentials between rates to the North Atlantic and Gulf 
ports. 
The ports of Philadelphia and Baltimore have 
similar advantage s over New York, Boston, and the other 
New England ports. 
At present the export railroad rates from Buffalo 
for grain carried down the Great Lakes by vessel give 
Baltimore and Philadelphia an advantage of i 9ent ·per 100 
pounds over New York and Boston. The all-rail export rates 
for grain shipments from the Central Freight Association 
territory (the middle of the country) to North Atlantic 
ports give Baltimore an advantage of 1! cents, and Phila-
delphia an advantage of one cent over New York and Boston. 
Portland, Maine has the same rate as New York and Boston 
in each case. 
A rate controversy between the New York Central 
Railroad and the Baltimore and Ohio Railroad is an example 
of an attempt at equalization of rates: when the New York 
Central Railroad reduced its "ex-lake" Buffalo rate by i 
cent for grain shipments to Boston and New York in order 
to equalize it with the rates of competing railroads to 
Baltimore and Philadelphia; the Baltimore and Ohio protested 
this reduction to t he Interstate Commerce Commission, which 
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issued an order to suspend the reduced rat e pending a 
hearing (1950). 
The ports of Boston, Portland a nd New York in 
conjunction with the Boston and Maine Rai l road are actively 
backing the New York Central positiori. The ports of Baltimore 
and Philadelphia as well as the Pennsylvan ia Railroad and 
the Western Maryland Railroad, are backing the Baltimore and 
Ohio. Concerning this Grain Rate Equalization Case, the 
Boston Marine Guide gives out v•i t h the information t ba t 
following the Interstate Commerce Commission's refusal to 
equalize the ex- lake export grain rates between all North 
Atlantic ports, a petition has been filed in the U. S. 
Di s trict Court at Boston by the New York Central Railroad 
et al a gainst the United States of America and Interstate 
Commerce Commission to "right the wrong" and order equali-
zation of these rates. Railroads going with the New York 
Central in the petition were the Boston & Maine, Lacka wanna, 
and Lehigh Valley . The Port Authoritie s at Boston and New 
York will take an active part in the cas e which comes up 
for a hearing in Boston before a three - Judge Court (Febr uary-
March, 1951).* Although the r a te d i ffer ential is only i¢ 
per 100 pounds, it is important to the buyer or shipper in 
transactions involving thousands of tons. So long as the 
diffe rential continues, it is unlikely t ha t Boston will ge t 
very much of this business. 
* 29 
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The grain shipments which stand to be diverted, 
in the "ex-lake" case, from Baltimore and Philadelphia to 
Boston, New York and Portland originate west of the Great 
Lakes, and are transferred to the railroads at Buffalo. 
The New York Central has a direct connection from this 
point to the Port of Boston. The Boston and Maine can 
secure some of this business by virtue of its connections 
wi th the New York Central and other roads serving Buffalo 
at the Hudson River Gateway. 
f\M .. t\) Of l."h~~f\1 Q..?\\l F\\t.\G\\1-~\t ~l\ll\\Y\1\~t~ 
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Since two rail carriers are the principal ad-
versaries in the grain-rate case, there appears to be a 
better chance that the rates will be equalized than there 
was in the twenties when the Maritime Association of the 
Boston Chamber of Commerce petitioned for rate adjustments. 
A further helpful step would be the equalization of the ex-
port rail rates for all commodities from the Central Freight 
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Association territory, which now favor Baltimore, Philadelphia 
and New Orleans. If the Port of Boston could compete 
equally for business orig inating in tbe Midwest, it might 
hope for increased shipments of both grain and general 
oargo. 
The increa sed export business from expanded grain 
shipments is not the only possible benefi t to the Port of 
Boston. In addition, expanded grain shipments would provide 
more "bottom cargo" (any ·bulky fungible commodity), which 
the ocean carriers require before they will furnish more 
sailings from the Port. Without this "bo t tom cargo", the 
carriers are forced to use non-paying ballast for deadweight. 
New England exporters of general cargo sta te that if there 
are more frequent and diverse sailings, they will make 
greater use of the Port of Boston. 
The course of export grain shipments through the 
Port of Boston during the last thirty years is shown in an 
accompanying chart. Shipments have been small, e xcept 
during the early twenties and the World War II and postwar 
period. Only the increased grain shipme nts of the last few 
years have made it possible for exports from the Port of 
Boston to remain at their prewar level. Since European agri -
culture has recovered substantially from its wartime disloca-
tions, however, the recent heavy grain exports from the 
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United States can hardly continue. Bostqn's g rain shipments 
may be expected to shrink drastically during the next few years 
unless the rail - rate disadvantages are corrected. 
e. Ocean Rates 
Ocean frei ght rates to most important foreign 
por ts are the same for all Atlantic and Gulf ports. The 
competitive significance of this situation for the various 
ports is apparent, particularly in view of the export 
rail-rate differentials. The nature of these standard 
ocean rates and their origin deserve some consideration. 
Boston and Portland are both nearer to all 
European and Mediterranean ports and to India than are 
any other Atlantic or Gulf ports. Boston is 1,740 statute 
miles (three to four days steaming time) closer to Calcutta 
than is New Orleans, yet the ocean freight cost to the 
shipper is the same from either port. Boston is 1,926 
statute miles nearer than New Orleans to Bordeaux, yet the 
ocean freight bill is identical whether the ship leaves 
Boston or New Orleans. Boston is closer to the east coast 
of South America than any other major American port except 
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Norfolk, Virginia. It is 512 statute miles closer than 
New Orleans to Buenos Aires. This may represent a day's 
sailing time, yet the ocean frei ght rates are identical! 
Ocean rates are set in peacetime by the various 
ocean ship conferences to which American and forei gn flag 
ships may belong. Most of the carriers which sail from 
Boston belong to the several North Atlantic steamship con-
ferences whose rates to and from forei gn ports are the 
same as those set by conference for the South Atlantic 
and Gulf ports. 
During World War I, the old United States Shipping 
Board permitted the equalization of ocean freight rates. 
Equal rates were established for North and South Atla ntic 
ports. The heasure was taken in order to facilitate the 
sudden diversion of traffic to minimize port congestion. 
A ship's captain, when he left a forei g n port, mi ght not 
know whether the ship would land at Boston or Savannah. 
Under the urging of delegates from the Gulf states, these 
equalized ocean rates were later extended to all Gulf ports. 
One would think that it would be to the advantage 
of ocean carriers in the North Atlantic Ports Conference 
to reduce their rates to Europe and other points becau se 
th~ir gross profit margin should be larger than that of 
operators who sail from the Gulf with three or four days 
additional steaming time. In 1948 leading North Atlantic 
steamship companies did in fact attend a meeting to explore 
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the possibility of lower ocean rates to compensate for 
the rail - rate differential enjoyed by the Gulf and South 
Atlantic ports. 
The opinion of the representatives of the northern -
steamship companies who attended the meetings was that any 
reduction which they might make in their rates would immedi-
ately be met by their southern competitors. The northern 
operators contended that the Gulf and South Atlantic ocean 
carriers regard the general cargo attracted from the Mid-
west as so much "velvet" and that under no circumstances 
would they let this business slip away from them. 
The Maritime Commission subsidizes the costs of 
building and operating American ocean-going ships to equal-
ize their costs with foreign costs. It may be that the 
method of calculating the subsidies has in effect helped 
the South Atlantic and Gu~f steamship companies to compete 
with North Atlantic operators over longer distances at the 
same freight rates. 
During the past few years the demand for ocean 
freight service has been unusually high. Compet~tion in 
the steamship business has been greatly reduced. Ocean 
carriers have frequently insisted that cargoes which they 
might be willing to pick up at Boston under more competitive 
conditions be delivered at other ports. So long as shippers 
vied with one another for space, the carriers were less in-
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terested in making separate calls at Boston. With the return 
to a buyer's market, in shipping as well as in other economic 
activities, there may be a resumption of at least some of the 
sailing s wh ich were withdrawn from Boston after the war. It 
is also still possible that carriers in the severa l North 
Atlantic conferences may find that they can adjust their 
rates to capitalize on whatever cost advantages they enjoy 
over South Atlantic and Gulf carriers. 
f. The Port of Boston ~uthority 
The second major hindrance to the development of 
the Port of Boston arises from faulty legislation and the 
administrative difficulties which stem from it. 
Prior to 1945 the old Boston Port Authority was 
the organization charged with operatin~ the Port. It had 
an amorphous administrative structure with responsibility 
divided between the Commonwealth and the City of Boston. 
Its powers were few and its funds small. The docks had be-
come run down, and other port facilities were badly in ~eed 
of repair and modernization. 
In 1945 legislation passed by the General Court 
of Massachusetts established the present Port of Boston 
Authority. The law placed the new Authority under the state 
government. It g ranted new powers to the Authority, and 
authorized a bond issue of $14 million for the improvement 
of port facilities. A prior bond i s sue of $4.7 million had 
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been authorized by the Legislature in 1941 to provide for 
state acquisition and improvement of the Mystic Docks 
Terminal of the Boston & Maine Railroad. The new facilities 
whi ch result should attract more business to Boston, es pe cially 
if the grain export railroad rates are ad j usted. 
1. Organization - The 1945 legislation was undoubtedly 
an improvement over what had previously existed. The question 
remains , - I s it good enough? - The main criticism of the 
new Authority from the viewpoint of administration is i t s 
lack of sufficient autonomy. All revenues earned by the Port 
of Boston Authority are turned directly into the state 
treasury _  • Each year the state legislature appropriates fund s 
to cover operating costs and regular repairs a nd ma intenance 
for the ensuin~ year. All contracts for the purchase of 
p iers, warehou ses, g rain elevators and other property mu st 
be approved by the g overnor and council. It is apparent 
that under such administrative limitations there is divided 
responsibility between political officeholders and professional 
administrators. In view of the provisions of the statute, 
real authority in the administration of the Port rests with 
the forme r, not the latter. 
A certain amount of friction is apparent from an 
inference to be drawn from t h e recent resignation of Judg e 
Nolen as chairman of the Port of Boston Authority; and the 
almost simultaneous outburst of Senator Sumner G. Whittier, 
Rep., of Everett, attacking the Port Authority at a legis-
lative hearing as "perhaps the number one sink hole in the 
state for the waste of public funds".* 
A strengthening of the administrative procedure 
for the selection of personnel deserves additional study. 
The "expert personnel" of the rort Authority is not at 
present subject to Civil Service requirements. The director 
of the Port, who is responsible for the success of its 
administration, does not have complete authority for the 
hiring and firing of his staff. He needs specialized and 
qualified assistants. Managerial ability always plays an 
essential part in building up a lagging enterprise. 
The director is responsible to a five-man Board 
of Commissioners, which is appointed by the governor with 
the advice and consent of the council. There are no estab-
lished standards for the eligibility, qualifications or 
tenure of these commissioners except that the g overnor may 
not remove a commissioner without the advice and consent of 
the council. A commi s sioner who is appointed may have had 
no experience i n ocean transportation, port operation or 
foreign trade. 
The administrative stru cture of the New York Port 
Authority has fairly well-defined standards for the selection 
* 30, p.22 
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of personnel and for operating procedures. It is a bi-
state org anization established by New York and New Jersey. 
It has broad powers over the docks, airports, bridg es, 
tunnels and ferr~es of the port area. The g overnors of the 
states of New York and New Jersey appoint the members of the 
policy-making board from a list of leading businessmen. 
The New York Port Authority operates according to business 
principles, and is expected to cover costs out of revenues 
from operations. The autonomous nature of the Authority 
g ives it more of an opportunity to make decisions as any 
business firm would. 
Other principal ports have various types of admini-
strative procedures and plans. The Philadelphia Depa-rtment 
of Wharves, Docks and Ferries has at present limited juris-
diction over the Port of Philadelphia. The states of 
Pennsylvania and New Jersey, through the Delaware River 
Joint Commission, recently eng aged a firm of eng ineers to 
make a preliminary survey and to submit recommendations for 
a bi-state authority over the Delaware River ports similar 
tq the New York Port Authority. The eng ineers submitted 
their report in February, 1948. The necessary legislation 
was adopted by the State of New Jersey, and is now being 
considered in Pennsylvania. 
The Port of New Orleans, which has been competing 
vigorously with all other ports in the eastern part of the 
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countFj, operates as a public authority under a Board of 
Commissioners. There are, however, some striking differences 
between its administrative form and that of the Port of 
Boston Authority. When Sam Houston Jones was elected 
go~ernor of Louisiana in 1940, he sponsored an amendment to 
the laws applicable to the Port which set up the Port 
Authority as an independent agency. The l aw, as amended, 
still remains in force. 
All successors to the orig inal members of the 
Board of Commissioners are appointed from a group of ten 
nominees - two each of the New Orleans Association of 
Commerce, the New Orleans Steamship Association, and three 
other similar groups. The remaining members of the Board 
of Commissioners narrow the field to three of the no minees, 
and the governor is restricted to these three in making the 
new appointment. No member of the Board may hold office in 
a by-political party or organization;the appointments are 
made by no removal except for cause and after public hearing 
before three disinterested persons. The Board has freedom 
to organize or reorganize all adminisrrative departments 
of the Authority and to fix duties, powers, and compensation 
of personnel. The Board has broad powers to borrow money 
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and issue notes or bonds, to lease properties, to create in-
dustrial districts and to exempt property within such districts 
from taxation. Administrative authority is vested exclusively 
in the Board of Commissioners and is not ahared with elected 
officials. 
The Board of Commissioners of New Orleans has 
never defaulted on its bonds, and has operated large ly on re-
venues from wharfage, leases, warehouse charges and other pay-
ments for like services. The only exception to operation out 
of revenues is a gasoline tax allocation of 0.45 of one cent 
per gallon authorized for port purposes by the state legis-
lature in 1931. In the Board's 52nd Annual Report for the 
year 1948, the consolidated assets of the Port of New Orleans 
are shown at 148,207,000. Consolidated gross revenues for 
1948 are stated at $7,924,000, and net revenues before de-
preciation at $2,419,000. 
2. Necessity for Joint Community Action - The short-
coming s of the Port of Boston can probably be blamed on the 
community-at-large; they are shared by all groups. Let us 
consider some of the things that New Orleans has done since 
the reorganization in 1940: 
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Within the past few years the Port of New Orleans has 
established an International House and an Interilation'al Trade 
Mart out of private funds. The former cost around $1,000,000, 
and now has a membership of 2,500. The latter cost $1,250,000 
and was organized by the same group. The Mart is heavily leased, 
and its revenue is sufficient to cover all expenses, in-
cluding bond servicing. Both institutions were established 
for the purpose of developing the inte·rnational trade of 
the Mississippi Valley with the rest of the world, Member-
ship already includes traders from all over the world. 
Secretarial service in many languages is available at Inter-
national House, and interpreters at the Mart facilitate ne g o-
tiations between exhibitors and customers. 
New Orleans also installed the second foreign 
trade zone in the United States under the Foreign Trade Zones 
Act. New York had the first such zone as a result of action 
taken in the mid-thirties. 
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The development of the Port of New Orleans was 
largely the result of the imag ination and enterprise of private 
individuals who conducted a strenuous campaign to develop 
a broadly based spirit of cooperation. They pointed out 
to the merchant, the butcher, the barber, and the manufacturer 
that every time an ocean-going vessel came to port it brought 
with it $100,000 of business which otherwise would be lost to 
the community. Employees of the Port Authority joined every 
civic body in the community, and sei~ed all opportunities to 
talk about the advantag es which the port offered its citizens. 
The ports of New Orleans and Boston may have had 
different rates of g rowth becau se there are more business 
leaders in the southern city who have a direct stake in the 
welfare of the port. One individual, for example, is a 
leading banker and also a principal owner of a steamship 
company which has its home office in New Orleans. Almost 
all the steamship lines which serve Boston have their home 
offices elsewhere. 
The labor situation at the Port of Boston has 
frequently been attacked as a handicap to the success of 
the Port. The chief criticism has been that Boston's long-
shoremen are too prone to ttfeather-bedding " practices. A 
person highly respected in Boston's foreig n trade circles 
said that Boston's longshoremen are just as g ood as those 
at New York or other competing ports. He added, however, 
that Boston has carried a reputation, whether or not justi-
fied, as a high-cost port with respect to labor. However, 
the labor outlook is brighter because of the new contract 
recently signed (1950) with the stevedores; it gives a 
promise of an era of peace which has frequen t ly been missing 
along Boston's waterfront.* 
3. Conclusion 
14 years have elapsed since the Fugl -Meyer, director 
of the free port in Copenhagen, investigated for the former 
Boston Port Authority the desirability of establishing a 
foreign trade zone at Boston. He recommended a gainst such 
a move. Since that time, however, condi tions have changed 
* 26, p.24 
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considerably. The forei gn trade zones law has been amended. 
In addition to New York, the location of Trade Zone No . 1, 
new zones opened at New Orleans, San Francisco, and most 
recently at Los Angeles and San Antonio. Other ports have 
filed applications with the Foreign Trade Zones Board. It 
appears that the Board might be receptive to an application 
from the Port of Boston. A new s urvey of the possibilities 
of installing a zone at Boston would seem to be appropriate. 
The success of the International House and the 
International Trade Mart in New Orleans s uggests that Boston 
should investigate the desirability of initiating similar 
organizations designed to assist the development of its 
port. 
A reorganization of the finances of the Port of 
Boston Authority is also an evident need. For the year 
1948, the Authority reported total revenu~s of $542,000, 
and tota l operating expenditures of $659,000, including 
dredg ing and filling costs of $72,000. Even if the im-
provement costs are e xc luded, the Authority operated at 
a deficit. 
If additional revenue - earning assets such as 
t he hew Mystic Bridge and the Sumner Tunnel were transferred 
to the Authority, it might operate without the uncertainty 
of h aving to depend on annual legislative appropriations. 
It is rather unlikely that the Port of Boston may expect 
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the good fortune of the Port of Long Beach , California, in 
this respect: while dredging the harbor i n 1936 it struck 
oil, from which it now receives $1,250,000 per month in 
revenues. 
The opportunity for more busine s slike management 
could also be increased if the Port of Boston Authority 
had grea ter autonomy as is the case at New Orleans. In this 
connection it would seem highly desirable to have a Board of 
Commissioners appointed under a system similar to that em-
ployed at New Orleans. 
It is in the interest not only of Boston but also of 
mos t of New England to help the Port of Bo s ton make its 
maximum contribution to the reg ional economy. The potential 
savings in time and money to New Eng land manufacturers by 
exporting through the Port of Boston may constitute a com-
petitive advantage which they pannot afford to i gnore. / There-
fore, it is imperative that the necessary change in manage-
ment be effected in order to insure the maximum of gains 
especially to the New England shippers. 
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Name and Address 
of Agent and Flag 
COASTWISE 
Pan-Atlantic S.S. Corp. 
131 State St./ American 
Newtex S.S. Corp. 
Berth 15, Castle Island 




S. S. Co. 




89 State Street/ 
American 
Norton Lilly & Co. 
131 State St./ 
American 
Luckenbach s.s. Co., · 
Inc. 
131 State St./American 
FOREIGN 
American-African Norton Lilly & Co. 
Line 131 State St./British 
Ports served & 

















Los Angeles, San 
Francisco/ Passen-





cisco, Los Angeles, 
and San Diego/ 
General Cargo 





















Name and Address 
of Agent and Flag 
FOREIGN--continued 
Norton Lilly & Co. 








110 State St./ 
British 
Ports Served & 


























and Black Sea ports/ 
General Cargo 
















Round the World 
Service 
American 
West African Line 
Name and Address 




110 State St./ 
British 
United States Lines 




89 State St./ 
American 
Patterson, Wylde & 
Co., Inc. 
177 Milk St./ 
Norwegian 
Ports Served- & 
Class of Service 
China, Philippines, 
Straits Settle-









Kong, and Kobe/ 
Limited Passengers, 
and ~eneral Cargo 





turn same route/ 
Passengers and 
General Carg o 
West Coast of 
u.s., Far East, 
and Medite r ranean 
Ports/Passengers 
and General Carao 
(accepts Reefer~ 
Cargo to West 





















Name and Address 
of Agent and Flag 
FOREIGN--continued 
Furness Withy 
& Co., Ltd. 








177 Milk St./ 
British 
Peabody & Lane, 
Inc. 
110 State St./ 
Norwegian 
Peabody & Lane, Inc. 




40 Central St.; 
American 
Patterson, Wylde 
& Co., Inc. 
177 Milk St./ 
British Canadian 
A.C.Lombard 's 
Sons, Inc • 
110 State St./ 
British 
Ports Served & 




















hai, Kobe, Nagoya, 
Yokohama/General, 














STEAMSHIP SERVIC"SS FROM AND / OR TO BOSTON--continued 
Name of 
Line 
Farrell Lines, Inc. 
Fern Lines 
Finland Steam-





Name and Address 
of Agent and Flag 
FOREIGN- - continued 
Norton Lilly & Co. 
131 State St./ 
American 
Peabody & Lane, Inc. 




110 State St./ 
Finnish 
Bernard S. Costello 
131 State St./ 
Finnish 
Furness Withy & 
Co., Ltd. 
10 State St./ 
French 
Furness Wlthy & 
Co., Ltd. 
10 State St./ 
British 
Ports Served & 
Class of Service 
South and East 





Mombasa, Tanga , 
Zanzibar , and Dar-
es-Salaam 
West Africa: Mon-




adi, Accra, Lagos/ 
Apapa , Duala, Ma-
tadi, Luanda, Lobi-




































Name and Address 








177 Milk St./ 
Greek 
Furness Withy & Co., 
Ltd. 
110 State St./ 
Norwegian 
Peabody & Lane, Inc. 
110 State St./ 
Brazilian 
Sprague S.S. Co. 
10 Post Office Sq./ 
Danish 
Bernard S. Costello 
131 State St./ 
Norwegian 
The Cunard Steamship 
Co., Ltd. 
393 Boylston St. 
and Norton Lilly & Co. 
131 State St./British 
Ports Served & 






















































Name and Addre s s 
of Agent and Flag 
FOREIGN--continued 
Moore McCo r mack Lines 
American, In~. 




177 Milk St./ 
Dutch 
C. L. Tugo 
80 Federal St./ 
American 
Bernard s. Costello 
131 State St./ 
Norwegian 
Norton Lilly & Co. 
131 State St./ 
Swedish 
Bernard S. Cost ello 
131 State St./ 
Norwegian 
Ports Served " 
Class of Ser vice 
Brazilian, Uruguayan, 





Gdynia, Gdansk , 
Stockholm, Norr-









New York, Baltimore, 
Havana, Vera Cruz 
and Tamp ico/General 
Cargo Passengers 
Nassau, B. W.I., and 
Cuban ports/Bulk 
Cargo 
Recife, Bahia, Rio 
de J aniero, Santos, 





Napl es, ·Malta, 
Alexandr.B, Beirut, 
Piraeus, and Istanb~l/ 
General Cargo 
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Mail S,S, Co. 
United States Lines 
Name and Address 
of Agent and Flag 
FOREIGN--continued 
Sprague .S.S.Co., Inc. 
10 Post Office Sq./ 
American 
Furness Withy & Co., 
Ltd. 
10 State St./ 
Swedish 
The Cunard Steam-
ship Company, Ltd. 
393 Boylston St./ 
Bri t _ish 
Bernard S. Costello 
131 State St./ 
Swedish 
A.C.Lombard's Sons 




110 State St. 
United States Lines 
563 Boylston St./ 
American 
Ports Served & 







































Bremen, Hamburg , 
Le Havre, Rouen, 
Bordeaux and Vi go/ 
Genera l, Bulk, Ree:fe·r 
Cargo 
IX 






West Coast Line 
Wilhelmsen Lines 
to South Ameri ca 
to Norway 
Name and address 
of Agent and Flag 
FORE IGN--Concluded 
Bernard S. Costello 
131 St ate St./ 
Norwegian 
Waterman s.s. Corp. 
131 State St./ 
American 
Peabody & Lane, Inc. 
110 State St./ 
Danish 
Patterson Wylde 
& Co., Inc . 
177 Milk St./ 
Norwegian 
Peabody & Lane, Inc. 
110 State St./ 
Norwe gian 
Ports Served & 











Gene ral Cargo 
Rio de Janeiro, 
Santos, Montevideo, 
Buenos Aires/ 





OCEAN DISTANCES (in nautical miles--5080 feet) FROM NAVY YARD, 
BOSTON, M..4.SS., TO PRI NCIPAL FOREI GN AND DOMESTIC PORTS AND 
RAIL DISTANCES (in statute miles--5280 feet) TO I NTERIOR UNITED 
STATES CITIES. 
*TO DOMESTIC PORTS 
(C) 
Portland, Me .•••••••••••• 99 
Prov idence ••••••••.••••••.• 123 
New York ••.•••••••••••••••• 230 
Philadelphia ••••••..••.•••• 419 
Baltimore ••....•...••••..•• 598 
Norfolk •..••••••••••.•••.•• 474 
Wilming ton, N.C •••••••...•• 729 
Charleston •••••.••••••••••• 799 
Savannah. • • • • • • • • . • • • • • • • • • 872 
Jacksonville •..•..••..•••.• 958 
Miami •••••••••••.•.••••••.. 1152 
Key West •••••..••.•••...••• l291 
Tampa • ...•................ • 1565 
Pensa col a •••••••••••••••••• 1781 
Mobile ••••.••.••.•••••....• l821 
New Or l eans ••••••••.•...••. 1870 
Baton Rouge •••••••••••••••• 1985 
Po r t Arthur •••••••••••••••• 2022 
Houston •••••••••••••••••••• 2098 
Galveston •••••••••••••••••• 2055 
Co rpus Christi ••••••••••••• 2155 
Balboa, C. Z •••••••••••••••• 
San Diego •••••••••••••••••• 
Los Angeles •••••••••••••••• 
San Fr ancisco •••••••••••••• 
Bellingham ••••••••••••••••• 
Astoria •••...•............. 
Portland, Ore •••• • ••••••••• 
Port Townsend •••••••••••••• 
South Bend ••••••••••••••••• 
Seattl e ................... . 






















































Authority: u.s.Coas t and Geodetic Survey Department of 
Commerce. 
(c) Via Cape Cod Canal (PR) Via Pollock Rip Channel 
(N) Via Nantucket Shoals Lightship. 
* Naut i cal mile, 6080 feet. 
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OCEAN DISTANCES (in nautical miles--5080 feet) FROM NAVY YARD, 
BOSTON, MASS., TO PRINCIPAL FOREIGN AND DOMESTIC PORTS AND 
RAIL DISTANCES (in statute miles--5280 feet) TO INTERIOR UNITED 
STATES CITIESr- (Continued) 
*TO I NTERIOR UNI TED STATES CITIES (BY RA IL) 
Aberdeen, S.D •• . . . . . . . . . . . . . . . . . . . . . •••• 1,690 
Akron ••••• . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 
. . . . . . . . . ..... . Buffalo ••••••••••••. 
Chicago •••••••••••••••••• . . . . . . . . 
• • • • • • • • • • • • • • • • • • • • . ...... . 
• •• . . • • 
. . . . . . . . . . 
. . . . . . . . . . . . . . . . . . ...... . 









. . . . . . . . . . . . . . . . . . . . • 1' 341 






Des Moines •• . . . . . . . 
Duluth............... . ................. . 1 • 452 
Fort Wayne.... . . . . . . • . • . • • . . . . • . . . . . • . . . • . 847 
Grand Rapids....... •• ••••••••••••. 837 
Indianapolis....... •• ••••••••• • •••• 942 
Kansas City............ • • • •••.••••••• 1, 427 
Louisville • • •••••••••••••••••••••••••••••• l,057 
Milwaukee............... • ••••••••••• 954 
Minneapolis........... • •••••.••••..••••• 1, 405 
Montreal............. • ••••• •• •• 330 
Peoria •••••• . . . . . . . . . . . ••••••••••••• 1,087 
Pittsburgh •••• 
Salt Lake City •• 
St. Louis .•• 








. . . . . ... . 
. . . . . . . . . . . . . . . . . . . 
. . . . . . . . . . . . . . . . . . . . . . . . . . 
. . . . . . . . . . . . . . . . . . . . . 
• • • • • • • • • • • • • • • • • • • • • • • • • • • • • • 
* Statute mile, 5280 feet. 
667 
XII 
LIST OF PIERS AND WHARVES, BOSTON HARBOR 
(Port Series No. 3,(Revised 1946) Corps of Engineers, De-
partment of the Army) 
MAIN SHIP CHANNEL, EAST BOSTON 




































General Boat Service Pier 
International Glue Co. Pier 
Bethlehem Steel Co., Simpson Yard, 
Bethlehem Steel Co., Simpson Yard, 
Bethlehem Steel Co., Simpson Yar~, 
Bethlehem Steel Co., Simpson Yard, 
Bethlehem Steel Co., Simpson Yard, 
Boston & Albany R.R. Pier No.5 
Boston & Albany R.R. Pier No.4 
Boston & Albany R.R. Pier No.3 
Boston & Albany R.R. Pier No.2 
Commonwealth Pier No. 1 
Fireboat Station 
South Ferry Slips 
National Docks, South Wharf 
National Docks, North Wharf 
Hodge Boiler Works, East pier 
Hodge Boiler Works, West pier 
Bureau of Marine Fiseries Pier 
Boston Marine Works Pier 
General Seafoods Co. Pier 
General Seafoods Co. Finger Pier 
General Seafoods Co. Pier 
Pi ckert Pier 
Bethlehem Steel Co., Atlantic 
Bethlehem Steel Co., Atlantic 
Bethlehem Steel Co., Atlantic 
Bethlehem Steel Co., Atlantic 
Bethleh em Steel Co., Atlantic 
Bethlehem Steel Co., Atlantic 
Tidew ater Coal Co. Pier 
Dagle & MacMillan Co. Pier 
.Chas. L. Hazelton & Son Pier 
City Fuel do. South Pier 
City Fuel Co. Center Pier 






























United Nations Shipbuild ing & Drydock Co.Pier 
Acme Pier 
Munro Drydock Pier 
Rendle's Pier 
XIII 
LIST OF PIERS AND WHARVES, BOSTON HARBOR 
(Port Series No. 3, (Revised 1946) Corps of Engineers, De-
partment of the Army)--oontinued 
MAIN SHIP CHAN~ffi L, EAST BOSTON 
Reference Number on 
Map 
41 Ge.neral Ship & Engine Works Lower Pier 
42 General Ship & Eng ine Works Upper Pier 
43 Mystic Steamship South Pier 
44 Mystic Steamship Vfuarf 
45 Mystic Steamship North Pier 
46 George McQuesten Co. Long Pier 
47 George McQuesten Co. Short Pier 
48 John Forward \Vharf 
CIIEL'SEA RIVER AND CHELSEA WATER FRONT 
49 Ellis V'.'harf 
50 Bay State Dredging & Contracting Co. South Pier 
51 Bay State Dredging & Contracting Co. Center Pier 
52 Bay State Dredging & Contracting Co. North Pier 
53 Gibby , Foundry Co. Pier 
- 54 State Fuel Co. Wharf . 
55 Boston Sand ' & Gravel Co. Wharf 
56 Socony Vacuum Oil Co. Wharf 
57 Metropolitan Sewer Wharf 
58 Tide Water Associated Oil Co. Pier 
59 Hartel Terminal Corporation Pier 
60 Proctor 's ~~arf 
61 American Oil Co. Wharf 
62 Jenney Manufacturing Co. Wharf 
63 Samuel Cabot Wharf 
64 Boston Fuel Transportation Pier 
65 Seaboard Construction Co. Pier 
66 A. A.Hersey & Son Co. Pier 
67 The Texas Co. Wharf 
68 Phillips & Hodgdon Wharf 
69 Quincy Oil Co. Wharf 
70 Coast Guard Repair Base Upper Wharf 
71 Coast Guard Repair Base Lower Wharf 
72 R.T.Green Co. East Pier 
73 Boston Dry Dock Co. Pier No. 3 
74 Bay State Street Railway P i er 
75 Metropolitan Coal Co. Wharf 
XIV 
LIST OF PI ERS AND WHARVES , BO STON HARBOR- - Continued 
PORT POINT CHANNEL, SOUTH BAY AND ROXBURY CANAL 
Reference Number on 
Map 
152 Fort Hill Dumping Station ffi1arf 
153 W. T. Kirley Lumber Vfuarf 
154 American Coal Co. Wharf 
155 Blacker & Shepard Wharf 
156 Co wan Lumber Co. Wharf 
157 Albany Dumping Station Wharf 
158. City of Boston \Vharf 
159 Batchelder-\Vhittemore Coal Co. Wharf 
160 Harcon Corporation vVharf 
161 Commonwealth Docks, Outer Wharf 
162 Commonwealth Docks, Inner Wharf 
163 New ·York, New Haven & Hartford R.R.Pier No.3 
164 American Sugar Refining Co. Wharf 
165 Boston Wharf 
166 Atlas Stores Wharf 
167 Farrell's Dock & Terminal Co. 
168 New York, New Haven & Hartford R.R.River Wharf 
MAI N SHIP CHANNEL, SOUTH §OSTON 
169 New York, New Haven -& Hartford R.R.Fan-yard 
Wharf 
170 New York, New Haven & Hartford RlR;·Pier No.1 
171 New York, New Haven & Hartford R.R.Pier No.2 
172 New York, New Haven & Hartford R.R. Car Float 
Bridge 
173 New York, New Haven & Hartford R.R.Pier 
174 Commonwealth Pier No.5 
175 Commonwealth Pier No.6 {Fish Pier) 
RESERVED CHANNEL, SOUTH BOSTON 
176 Boston Army Base Pier, North Side 
177 Boston Army Base Pier, South Side 
178 Boston Army Base \Vharf 
179 Boston Army Base Wharf , Inner End 
180 Parker Harbor {Graselli Wharf) 
181 Jenney-Hanley Oil Pier 
182 Stetson Fuel Corporation Wharf 
183 Boston Edison Electric Co. Wharf 
184 Boston Edison Electric Co. Wharf 
185 Boston Elevated Ry. Co. Wharf 
No .4 
XV 
LIST OF PIERS .AND WHARVES, BOSTON HARBOR- - Continued 
RESERVED CHANNEL, SOUTH BOSTON 
Ref er en ce Number on 
Map 
186 White Fuel Corporation Wharf 
187 White Fuel Corporation Coal Bunkering Wharf 
188 White Fuel Corporation Oil Bunkering Wharf 
189 White Fuel Corporation Wharf 
190 Castle Island Pier, Inner End 
191 Castle Island Pier 
192 Castle Island Pier 
PLEASURE BAY, SOUTH BOSTON 
193 Deperming Pier 
DORCHESTER BAY AND NEPONSET RIVER 
194 Howard Barrington & Co. Wharf 
195 Simms Brothers Pier 
196 Boston Consolidated Gas Co. Wharf 
197 City Garbage Wharf 
198 D. J. Cutter and Co. Wharf 
199 Commonwealth Plastic Co. Vfuarf No. 1 
200 Commonwealth Plastic Co. Pier No. 2 
201 Commonwealth Plastic Co. Wharf No. 3 
202 Commonwealth Plastic Co. Wharf No. 4 
203 Stearns Lumber Co. Lower Wharf 
204 Stearns Lumber Co. Upper Wha r f 
205 Blakeslee-Rollins Corporation Wharf 
206 Frost Coal & Oil Co. Wharf 
207 Williams Wharf 
208 Barney & Carey Co. Wharf 
TOWN RI\~R. QUINCY 
209 Quincy Adams Yacht Yard, East Pier 
210 Quincy Adams Yacht Yard, West Pier 
211 Quincy Lumber Co. Wharf 
212 The Quincy Oil Co. Wharf 
WEYMOUTH FORE RIVER, QUI NCY 
213 J. J. Duane Wharf 
214 Lincoln Oil Co. Wharf 
215 Quincy Dry Dock and Yacht Corporation 
Wharf No. 1 
216 Quincy Dry Dock and Yacht Corporation 
Pier No. 2 
XVI 
LIST OF PIERS AND WHARVES , BOSTON HARBOR--Continued 
WEYMOUTH FORE RIVER, QUINCY 
Reference Number on 
Map 
217 Socony Vacuum Oil Co. Wharf 
218 Procter and Gamble Manufacturing 
219 City Fuel Co. Wharf 
220 Bethlehem Steel Co., Shipbuilding 
Pier No. 1 
221 Bethlehem Steel Co., Shipbuilding 
Piers 2 and 3 
222 Bethlehem Steel Co., Shipbuilding 
Wet Basin Wharf 
223 Bethlehem Steel Co., Shipbuilding 
Wet Basin Wharf 
224 City Service Oil Co. Barge Pier 
225 Boston Edison Electric Co. Wharf 






226 American Agricu tural Chemical Co. Wharf 
List of Storage Warehouses at Boston 
1 Boston & Albany Brick Warehouse 
·2 National Docks Warehouses 
3 Eastern Storage Co. Warehouse 
4 McGrath Storage Warehouse 
5 Wiggin Terminals Warehouses 
6 Hoosac Stores Nos. 1 and 2 
7 Hoosac Stores No. 3 
8 No. 14 House, Hoosac Storage & Warehouse Co. 
9 Lechmere Warehouse 
10 Eastern Stores Warehouse 
11 Charles River Stores 1, 2 and 3 
12 Charles River Stores 4, 5 and 6 
13 Fiske Wharf Stores Warehouses 
14 Quincy Market Constitution Warehouses Nos.1,2,3 & 4 
15 J. L. Kelso Co. Warehouse 
16 Quincy Market Butter and Egg House 
17 Bowker Storag e Warehouse, Lewis Wharf 
18 Quincy Market Richmond _ Snreet Warehouse 
19 Quincy Market Commercial Street Warehouse 
20 Quincy Market T-Wharf Warehouse 
XVII 
List of Stora~e Warehouses at Boston 
continued) 
21 Albany Terminal Stores 
22 Federal Warehouse 
23 Boston Wharf Co., Fort Point Co. Warehouse 
24 Boston Wharf Co. 11 Shed :,. l3, Inc." 
25 Boston Wharf Co. Sheds 14 and 17 
26 Manufacturers Warehouee 
27 Dexter Stores 
28 Atlas Terminal Stores 
29 A.M.Somes Warehouse 
30 Congress Stores 
31 Atlantic Stores 
32 Eastern Wool Warehouse 
33 Oelrichs Warehouse 
34 Fargo Stores 
35 Summer Street Stores 
36 Commonwealth Ice & Cold Storage Co. Ware-
house 
37 Army Base-North Pier Shed 
38 Army Base South Pier Shed 
39 Army Base Wharf Shed 
Gantry Cranes: 
Lumber Carrier: 









CARGO FACI LITIES 7r 
Two 50-ton. capacity Gantry cranes at ·New 
York Central System (Boston and Albany 
Railroad) Pier 5 at East Boston designed 
for rapid and efficient car go handling . 
Operated by United Stevedoring Corporati on . 
Speedy Ross carriers pick up lumber piles 
unloaded from ship, and carry them safely 
to storage space. Sixteen of. these "spiders" 
handle 2,000,000 board feet a day at Castle 
Island Terminal. 
Five modern towers on Mystic River for 
handling coal, ore, s~lphur, nitrates and 
other bulk commodities direct from ship to 
open top car or storage. Open dock ad-
jacent provides magnet-equ ipped cranes for 
handling steel or scrap iron. 
Dockage is the charge made against a vessel 
for the use of a berth alongside a pier. 
Various companies serving the Port are well-
equipped wi th modern derrick barges and 
floating cranes with lifting capaaities up 
to 60 tons. 
Wharfage is the charge made against cargo 
loaded or unloaded at a pier. This charge 
varies somewhat according to the ownership 
of the pier and the origin or destination of 
the cargo. 
Tugboat Service: available. 
* 11Wha t Every Oc.ean Shipper Should Know", Port of Boston 
Authority. 
s 0 M 
PORT FACILITIES AT 
DORCHESTER BAY AND 
NEPONSET RIVER 






PORT FACILITIES AT 
WEYMOUTH FORE AND 
WEYMOUTH BACK RIVERS 
SCALE OF FEET 
1000 0 5000 
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COASTWISE a INTERCOASTAL TRADE 
COAL HANDLING PLANTS 
BUNKER COAL 
OIL HANDLING PLANTS 
BUNKER OIL 




COLD STORAGE WAREHOUSES 
SULPHUR HANDLING 

















FISH PACKING PLANTS 
DRY DOCKS 
MARINE RAilWAYS 
MARINE REPAIR PLANTS 
SHIPBUILDING PLANTS 
RAILWAY PASSENGER STATIONS 
FERRIES- PASSENGER a VEHICULAR 
ORE HANDLING 
SAND,GRAVEL,STONE,CEMENT, SHELL 
I RON AND STEEL 
CHEMICAL PLANT 
• NUMERALS WITHIN SYMBOLS REFER TO DESCRIPTIONS IN TEXT. 
BOARD OF ENGINEERS 
FOR RIVERS AND HARBORS 
PORT FACILITIES AT 
BOSTON, MASS 
SCALE OF FEET 
1000 0 1000 2000 3000 
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